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1. Awarded bronze plaque~-Railroad Employees’ Na- 
tional Safery Contest---1928---for Group E Roads. & 


2. Greatest improvement in six car performance fac- 
tors of all Class I Railroads of more than 400 miles, 
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Isthmian Steamship Lines 


General Offices: 50 Trinity Place, NEW YORK CITY 


Branch Offices: 


Herald Building, SYRACUSE, N. Y. Commerce Bldg., ROCHESTER, N. Y. Rockefeller Bldg., CLEVELAND, oO. 
Union Trust Bldg., CINCINNATI, OHIO Marine Trust Bldg., BUFFALO, N. Y. 


DIRECT STEAMER SERVICE 


From New York, Philadelphia, Bostor., Baltimore, New Orleans, Galveston, Houston, 
Mobile and Pacific Coast Ports 


To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 


New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to 


Los Angeles Harbor, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 
































Direct Service Baltimore to Honolulu without transshipment. 
For particulars, rates, sailings, etc., apply to General Offices, or to 


NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, 
Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, 
Portland, Seattle, and Vancouver. 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom). 


JUDSON FREIGHT FORWARDING COMPANY 





We desire to announce to our friends and patrons the completion of our 
new home at 1100 South State Street, known as the “Judson Building” and 
have moved our General Office August 19th. 


The building has many new features, enabling us to handle the large 
increase in tonnage. Our shippers and receivers have made this possible 
and it is open for their inspection. 


We have also moved into our two newly constructed freight terminals— 


1100 SOUTH STATE STREET 14th AND CLARK STREETS 


450 Feet Long—24 Receiving Doors—All Under Cover. 700 Feet Long—50 Foot Concrete Driveway. 


NO CONGESTION 
JUDSON FREIGHT FORWARDING COMPANY 


1100 SOUTH STATE STREET CHICAGO, ILL 


Published weekly by THz Trarric Service Corp., 418 S. Market St., Chicago, Il Enteret 
second class matter January 4, 1913, at the postoffice at Chicago, Ill., under the Act of March 3, 
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4 of Tariffs 


at your finger tips 


You can file 14 feet of Tariffs vertically in 
natural reading position at your finger 
tips in the Automatic expanding and 
compressing Tariff Desk. A letter-size 
drawer and a convenient card or storage 
drawer may be substituted for two Tariff 
drawers where the larger capacity is not 
needed for Tariffs. 

This unusual desk conserves time and 
labor by holding every Tariff instantly 
available. When a drawer is expanded 
the entire face of any Tariff is visible. 
When the drawer is closed Tariffs are 
held safely under constant compression. 


Automatic Tariff Files 


On less than two square feet of floor 
space Automatic Tariff Files hold 14 feet 
of solid Tariffs safely under compression 
and upright in natural reading position. 
The drawers expand permitting the user 
to read the entire front of any Tariff 
without removing it from the file. 


THE AUTOMATIC FILE & INDEX CO. 
General Sales Office 
1322 Steger Bldg., 28 E. Jackson Blvd. - 
Factory: Green Bay, Wisconsin 


Attach to your letterhead and mail 


Chicago, Illinois 








THE AUTOMATIC FILE & INDEX CO. 
Room 1322 Steger Bidg., 28 E. Jackson Bivd., Chicago, Ill. 


Please send complete information about your Tariff Files and 
Tariff Desks 
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L. every line of endeavor, sooner 
or later, there emanates a natural leader. A leader in the true sense, 
which others follow and whose standards of practise are of such 
quality as to form a basis with which to compare other values, 


Such leadership and prestige is not gained by mere accident, but is 
the result of sincere service rendered to patrons in an intelligent, 
economical manner. 


Today the Chain of Tidewater Terminals and Allied Inland Ware 
houses enjoy the position of leadership in their chosen field. 


They offer you unequaled facilities for the shipment, storage and 
distribution of merchandise. 





Storag: 
area 
Ten 
8 
ATLANTIC TIDEWATER TERMINALS KEYSTONE WAREHOUSE COMPANY - 
G. W. Green, V. P. & Gen’l Mgr. ; W. J. BISHOP, Gen’! Mgr. Econor 
17 State Street, New York. Seneca & Hamburg Sts., Buffalo, N. Y. stors 


PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, Gen’l Mgr. & Treas. 
10 Chestnut Street, Philadelphia 


MERCHANTS WAREHOUSE COMPANY 
Snowden Henry, Sup’t 
10 Chestnut Street, Philadelphia 


NORFOLK TIDEWATER TERMINALS, Inc. 
J. A. MOORE, Manager Richard D. Jones, Western Traffic Mgr. 
Norfolk, Va. 1646 Transportation Building, Chicago 
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Sa a a aaa a Ca i eC Ce omy 


AINof TIDEWATER TERMINALS, 
and ALLIED INIAND WAREHOUSES _ — set 


i Oe . HARVEY C.MILLER President 
= F es W.B.MCKINNEY Secretary &Treasurer 
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LMS 


has 350 warehouses in Great Britain 


london, Midland & Scottish Railway of Great Britain 
“THE BEST WAY” 
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EXPORTERS 


“Your own” Warehouse in England 


No matter what your exports may be—in what 
market you are operating—there is one of the 
350 LMS warehouses in the heart of that market. 
“Your own warehouse”—as advantageously situ- 


















sooner ated as though you had selected the site yourself. 
am, All rail connected—trucking and transfer charges 
f such are eliminated while LMS warehousing charges 
niin are as low as any in the country. 


Traffic Managers and Freight Forwarders should 


but is investigate at once the many advantages of — 
ligent, the LMS chain of warehouses. Address any LM 
Freight Office in America. 
LMS Ry of G. B. LMS Ry of G. B. LMS Ry of G. B. 
W (Jas. P. Rebertson, Ine.), (Dyson Shipping Co., Inc.), (Oregon Forwarding Co.,Inc.), 
are 833 N. Michigan Ave., 311 California St., 912—Board of Trade Bldg., 
field, Chicago, Ill. San Francisco, Cal. Portland, Oregon. 
LMS Ry of G. B. LMS Ry. of G. B. 
d (Irving H. Heller) (G. E. Baughman & Co.), 
ge all 1204 Pierce Bldg., ° Seaboard Bank Bldg., 
St. Louis, Mo. Norfolk, Virginia. 
Storage in every industrial nad 
area London, Midland & Scottish Railway of G. B., 
Ten million feet of floor Thomas A. Moffet, Freight Traffic Manager in America, 
NY space 1 Broadway, New York City. 


Economical and convenient 
N. Y. storage LMS 
RAILWAY 
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in Kansas City = 
reach [5 milion 
people from /Kan- 
sas City at less 
transportation 
cost than from any 
other metropolis 
bY aCARE. 
~sa 
niin: inane COMMITTEE ‘ee THE CHAMBER OF > aisaena 
[  MESSOURT TINGE iaren of my incl, sat obigaa 4 Ss 
vi course. = 


Name lw 





Kansas: City has 212 existing manufacturing opportuni- | 
ties—commodities bought in large volume which can 
made profitably here yet which now are bought in other 
markets. “The Book of Kansas City Opportunities” tells 5 
a fact story and will be sent without obligation. Kindly J 
use the coupon. 





Addvress— 





11629 
sc sae 
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From the Smallest Crate 


ROM the smallest crate, to solid trainloads, the Soo 
Line devotes the closest attention to the shipments of 
its clients. When you entrust us with a shipment, we 
consider ourselves on trial until we have deposited it at its 
destination in the same condition as we received it. 





And, in addition, our direct lines into the great Northwest 
and Western Canada enable us to put speed as well as care into 
all shipments entrusted to us for delivery in that great country. 


id delay, shi ts for Canadian destinations must be accompanied by SHIPPERS’ 
EXPORT DECLARATION MADE IN TRIPLICATE. This document must be delivered to rail- 
road agent at initial point with the shipment and accompany same to Canadian port of entry. 
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DEPENDABLE 
FREIGHT SERVICE GLENWOOD) SAINT Pau 
y AGENCIES 


i ich., 2243 First National Bank Neenah, Wis. 
— New York, N. ¥., 1550 Woolworth Bldg. 







MILWAUKEE 






Bldg. 
= Duluth, Minn., 408 West Superior St. Omaha, Neb., 725-26 W. O. W. Bldg. Cnicaco 
: ids, Mich., 1001 Grand Rapids Passaic, N. J., 250 Bloomfield Ave. 

Bo OrNust Bids. Philedelphie, Pa., Room 904 Fidelity-Phila. ~o 

ston, M i lis, Ind., 430 Merchants Bank Trust Bldg. : 
Buffalo, NY. yy bs Bldg _ Pittsburgh, Pa., 2041 Oliver Bldg. Sault Ste. Marie, Mich. 
Chicago, Ill., 1630 Bankers Bldg Clark Kansas City, Mo., 723 Walnut St. Portland, Me., 1012 Chapman Bldg. Seattle, Wash., 5564 Stuart Bldg. oh Bie 
and Adams. i Los Angeles, Cal., 530 Van Nuys Bldg. Portland, Ore., 148-A Broadway Spokane, Wash., 1015 Old Nat’l Ba ldg. 
Chippewa Falls, Wis Memphis, Tenn., Porter Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. Superior, Wis. 

etna, 0.,.709 Traction Bldg Milwaukee, Wis.. 68 East raoenain Ave. St. Peal, Misa. 1112 Merchants National Tecoma, Wash... 1113 Pacific Ave. 

id, 0. ; lis, Minn., Soo Line % Ba: > i ° 
Dallas, Ter. 112 SOW. Life Bldg “ond ‘Sarquette Ave. , San Francisco, Cal., 681 Market St. Winnipeg, Man., 603-604 Lombard Bldg. 


ROUTE YOUR FREIGHT CARE SOO LINE 
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ELECTRIC RAILWAYS FREIGHT TERMINALS) 
at intenenteimnieenedll 
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Modern freight terminals facilitate the movement of your freight shipments. First, second 
and third morning delivery of carload and package car freight in the territory served by the 


ELECTRIC RAILWAYS 


has educated the shipping public to the advantages of this 


SUPERIOR FREIGHT SERVICE 


Fer particulars address, L. E. Earlywine, Chairman, Central Electric Traffic Association, 
Indianapolis, Ind. 
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This fast freight service is maintained daily 
between all the larger points served by The 
ELECTRIC RAILWAYS. 
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You have discarded yesterday’s production methods 
Why ship by yesterday’s map - - - - - - P 


this is the 


MAPr 











ship companies operating 
If You Sell to the Far East or  32S,ipeon regular schedule 
“Down Under” Study this Map __ 2s make Los Angeles Har- 
bor a port of call. You can 
Los Angeles is the Western now ship on these fast trans- 


terminus of three of our SHIP. continental railroads and 
fastest trans-continental know your merchandise will 


services—the Santa Fe, not be held up when ship- 


Southern Pacific and Union ping on account of a lack of 
bottoms to carry your goods 


Pacific Railroads. LOS AN GE LES to trans-Pacific ports. 


Six trans-Pacific and inter- Send for the 


nationally famous steam- H ARBOR New Harbor Report 


Just off the press. 
LOS ANGELES HARBOR DEPARTMENT, LOS ANGELES, CALIF. 


No. 207 
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Total Rail Lines 
16,726.69 
Miles 
Total Water 
Lines 
3,825 Miles 


(Continued from August 3rd issue) 


Shortly after the Cali- 
fornia Pacific took posses- 
sion of the boats which 
virtually gave them con- 
trol of the local river 
navigation, and the San 
Francisco and North Pa- 
cific and the Humboldt 
Bay railroads, it was announced that 
Latham and his associates, who held the 
controlling interest in the company, had 
sold the major share of the company’s 
stock to the Central Pacific. The agree- 
ment was made about August 1, 1871. 

Several factors may have influenced 
Latham and his California Pacific asso- 
ciates in retiring from their railroad 
venture and cutting short their plans to 
compete with the Central Pacific. 

The company was evidently doing but 
a short-haul local business, the main 
stem of the system being but 60 miles 
in length. It is doubtful if the fixed 
charges were being earned at the time. 
‘Increasing the mileage of the system 
by such a scheme as was proposed by 
the “Eastern Extension Company” and 
the building of feeders might have solved 
the difficulty, but the Central Pacific was 
already north of Chico in the Sacramento 
Valley and well on the way toward 
Oregon. 

A line between Sacramento and Ben- 
icia was being considered by the Cen- 
tral Pacific and it was announced during 
the latter part of 1870 that surveyors had 
made test borings through the ooze of 
“tule” lands and had found that it would 
be possible to construct a railroad over 
this section. A line was also proposed 
from Goat Island in San Francisco Bay 
to a point opposite Vallejo in Contra 
Costa county, thence across the straits 
to the Solano county shore, but nothing 
came of it. 

There was the fact also that the road- 
bed of the California Pacific was far from 
being in first-class condition and funds 
were badly needed to carry on this work, 
especially across the Yolo and Sutter 
basins, where the tracks were laid on 
a very light fill, which was in danger of 
being damaged by flood waters. 


Floods Damage Line 

Just such a thing happened that very 
winter, when, in December, 1871, twenty- 
five miles of the line between Marys- 
ville and Knights Landing was so badly 
damaged by flood waters that it had to 
be abandoned. The main line between 
Davis and Sacramento was badly washed 
out and remained out of service until re- 
ong were completed about September, 

In taking over control of the California 
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FROM TRAIL TO RAIL 


A History of Southern Pacific 


Pacific, the Central Pacific agreed to un- 
dertake the rehabilitation of the prop- 
erty, for which purpose $1,600,000 six 
per cent second mortgage bonds, guar- 
anteed by the Central Pacific, were is- 
sued on August 9, 1871. Six days later 
Stanford was elected president to suc- 
ceed Jackson, and Hopkins became treas- 
urer in place of Latham. During the fol- 
lowing year, R. P. Hammond became 
president. 

The railroad continued to be operated 
as an independent line until July 1, 1876, 
when it was leased to the Central Pa- 
cific Railroad Company for 29 years. The 
lease was assigned to the Southern Pa- 
cific in 1886, and in April, 1898, the ex- 
istence of the California Pacific was 
terminated in the general consolidation 
of companies to form the Southern 
Pacific Railroad Company. 


Cloverdale Reached 

In the meantime the San Francisco 
and North Pacific Railroad had been 
extended from Santa Rosa to Cloverdale 
during 1871-72 and the following year 
was sold back to Peter Donohue. About 
December 26, 1872, the river steamers 
and barges were sold to the Central Pa- 
cific. During 1878 the Northern Railway 
was opened by the Central Pacific be- 
tween Oakland and Port Costa, and the 
following year from Benicia to Suisun, 
where connection was made with the 
main line of the California Pacific. On 
December 28, 1879, the car transfer 
steamer “Solano” commenced transfer- 
ring trains across Carquinez Straits and 
on the same day, the steamer line of 
the California Pacific between South 
Vallejo and San Francisco was discon- 
tinued and the “Amelia” established the 
ferry service between Vallejo Junction 
and South Vallejo. 

The only other railroad in active op- 
eration in May, 1869, aside from the short 
railroads in Oakland, Alameda, and San 
Francisco, was the California Northern 
Rail Road Company, incorporated June 
28, 1860, which placed in operation 26 
miles between Marysville and Oroville on 
February 15, 1864. The road later came 
under control of the Central Pacific in- 
terests, and under the name of the North- 
ern California Railway Company, incor- 
porated September 3, 1888, built 27 miles 
of line between Marysville and Knights 
Landing, replacing the old line that had 
been abandoned following damage by 
floods in 1871. 


CHAPTER XXVII 
Early San Francisco Bay Ferry Boats 
and Sacramento River Steamers 
Crossing the Bay of San Francisco 


from the budding metropolis on the pen- 
(Advertisement) 
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insula to the few-house settlements that 
marked the future sites of Oakland 
Berkeley and Alameda, was an arduous 
and often a dangerous undertaking be. 
fore 1850. Even for some time after 
that date trips were made by the first 
small steamers only when tide and 
weather permitted. 

Before the coming of the white man, 
Indians paddled their roughly-construct- 
ed tule rafts across the bay. During the 
Mexican and early American periods 
row-boats, whale boats and small sailing 
vessels were hired out to those who 
cared to cross to the beautiful, wooded 
shores of the Contra Costa. 


Many new-comers to San Francisco, 
full of the spirit of adventure and love 
of exploration, as well as a desire to 
earn some money, would journey over to 
the Contra Costa shore in row-boats and 
sailboats to hunt for game on the hills 
and marshes of the old San Antonio 
Rancho. These trips were always profit- 
able, and the hunters had a ready mar. 
ket in San Francisco for all they could 
capture or kill. 


As the population grew on both sides 
of the bay in the decade following 1850, 
rapid strides were made in ferry con- 
munication. By the time the first Uak- 
land railroad was placed in operation 
during 1863, two companies, the Minturn 
Line and the Larue Line, each had two 
boats making five daily trips over what 
has since become familiarly known as 
the Creek Route. 


First Ferry Boat 


The first regular steam ferry service 
between San Francisco and San Antonio 
(Oakland) was established in 1850, when 
the “Kangaroo” was put on the run to 
make semi-weekly trips. Captain Thomas 
Gray, of San Francisco, who owned the 
stern-wheel steamer “General Sutter,” 
was urged early during that year to put 
his boat in Sunday excursion service to 
Contra Costa. This he did after making 
a trial trip in a small iron “propeller 
ship. This little boat, which evidently 
had no name, is claimed to have beet 
the first steamer to enter San Antonio 
Creek. It stopped at the “Moon and 
Adams” landing, where was later located 
Broadway Wharf. 

The success of the “General Sutter” 
as a Sunday boat, prompted Captail 
Gray to put the propeller “Kangaroo 
on as a regular boat. The “Jenny Lind, 
commanded by Captain Huntington, fol 
lowed the “Sutter” as a Sunday boat, and, 
in 1852, the “Hector” succeeded the 
“Kangaroo” as the regular boat. 


(To be continued in September 7th issue) 
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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
riers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
tegulation from the rail carriers. 





WOMEN IN RAILROAD WORK 


E are printing elsewhere in this issue a communi- 

cation from a woman employed by a western rail- 
toad, which takes exception to some of the statements 
printed in an editorial under the above title in The Traffic 
World of August 3. Miss Hughes’ letter is a distinct 
contribution to the discussion. Our editorial was not 
intended to be controversial; its object was to call atten- 
tion to an increasing tendency toward hiring women for 
certain types of transportation jobs, and to discover, if 
possible, reasons why this tendency was not developed 
‘ooner and has not become stronger. 

In this examination we came to the conclusion that 
thee were two distinct things that mitigated against 
the success of women in business—particularly in the 
railroad business. One was the difference in the attitude 
ot the girl and the boy toward their jobs, because the 
atter has always before him the urge to succeed that 
‘omes from a belief and an ambition that he is some day 
0 be the head of a family. The second is the fact that 
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most business men have learned from experience that ° 
most girls, whether or not they admit it, consider their 
positions simply as temporary jobs, bridging the time be- 
tween graduation and matrimony. 

Miss Hughes takes exception to both these points. 
She calls attention, first, that many women are actually 
the heads of families, because they care for parents and 
for younger brothers and sisters. To the extent that 
this condition prevails, she, of course, is right. But 
we were discussing general conditions; and we are sure 
our correspondent will admit that by far the majority of 
girls in business have no such burden to bear, nor do 


they look forward to bearing them. Many of them, in 


-fact, are not self-supporting, in the sense that they are 


compelled to pay board and room-rent at home. On the 
other hand, we will agree with Miss Hughes, that where 
girls carry some kind of a home financial load, they are 
much more apt to be serious and successful. 

On the second point, Miss Hughes has something 
to say about the increasing number of women who con- 
tinue to work after marriage. That fact is also apparent 
to most business men, and since the interest of the busi- 
ness man is in the efficiency of his office, the fact 
whether the women employed therein are married or 
not makes little difference to him. But our point was 
that marriage set a term on business employment; and 
we think it does so whether or not the woman remains 
at work after marriage. When she does, it is for 
economic reasons and the hope of the young couple is 
that some day—preferably very soon—the income of the 
young man will mount to a point that will obviate the 
necessity of the wife spending her days in an office or 
shop. The hope never takes the direction that the wife’s 
income will so increase as to permit the husband to be- 
come the housekeeper. Thus, although women’s’ em- 
ployment after marriage may extend the period of her 
work, it by no means makes it permanent in the sense 
that a man’s employment is. 

What Miss Hughes has to contribute in the way of 
facts and figures is interesting; but in order to be con- 
clusive, circumstances not outlined would have to be 
forthcoming. She compares the increases in earnings 
of particular men and women in comparable periods of 
service. Comparisons equally striking could probably 
be made between the earnings of two men or between 
those of two women. The point is that, without a com- 
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plete knowledge of the talents, industry and perhaps 
een the personal relationships of the two people, com- 
parisons, whether within or between the sexes, do not 
mean much. 

The same may be said as to the figures as to labor 
wrnover cited by our correspondent. In order fairly to 
indge them, one would have to know why each employe 
eft and whither each went. Perhaps some of the men 
were promoted out of the department, a circumstance 
which would mitigate directly against Miss Hughes’ 
argument. Probably all of them sought and obtained 
employment elsewhere, whereas the majority of resign- 
ing women left business altogether. 

On the other hand, what our correspondent has to 
say about limitations placed about women by the rail- 
rads themselves is a real contribution to the discus- 
jon, Certainly there should be no hard and fast age 
limits set down, The probability of losing a thirty- 
year-old woman within a year or two is much less than 
that of losing a twenty-year-old girl, anyway. Again, 
other industries have learned the wisdom of promoting 
an exceptional woman on equal terms with her male col- 
leagues. There are few commercial and industrial fields 
that have not been invaded in this manner. Setting down 
rules that will prevent the executive of a railroad depart- 
ment from taking full advantage of the exceptional 
talents and abilities is placing a purposeless restriction 
on good management. 


USE OF PLANES INCREASES 
OMMENT to the effect that there are more airplanes 
in civilian operation in the United States now than 

there were automobiles in use in 1900, made by the air 
travel division of the American Automobile Association, 
affords ground for speculation as to whether at the end 
of the next twenty-nine years the air will be thick with 
planes, 

There were approximately eight thousand automo- 
biles in use in 1900 and all of them were passenger cars, 
while available figures show that there are 8,064 planes 
now in operation. Motor vehicle registrations, as of 
December 31, 1928, showed there were 21,379,125 pas- 
senger cars and 3,113,999 motor trucks in the United 
States, a total of 24,493,124. 

The number of passenger automobiles in use in- 
teased from eight thousand in 1900 to more than 
‘wenty-one million in 1928. Will there be twenty-one 
million planes in the air in 1958? If there are, the air 
traffic cop will be a reality. There is considerable room 
" the skies but planes will travel chiefly along estab- 
ished airways and with thousands of them in use, there 
will be necessity for direction of air traffic at airports 
where there will be concentration of planes. 

Since Lindbergh’s epochal flight in 1926, there has 
been an increase of approximately two hundred per cent 
nthe number of planes in use. At the time of the flight 
there were about twenty-seven hundred planes in civilian 
‘Peration, The automobile of 1900 was a queer looking 
affair as compared with its descendants of today. No 
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doubt there will be as much improvement effected in 
the airplane in the next two or three decades as there 
has been in the automobile since 1900, and the use of 
the plane will grow correspondingly. 


CONTAINER SERVICE QUESTIONS 

HE Commission is entitled to commiseration on ac- 

count of the sharpness of the questions presented for 
its disposition in the container case in which Examiner 
Harry C. Ames has submitted a proposed report. Ames 
finds that the container service, when stripped of fea- 
tures he deems to be obnoxious to the law,- will be in 
the public interest. He recommends that third class be 
the minimum rates, with the whole mixture taking the 
rate applicable to the highest rated article if something 
rated higher than third class carload is included. 

Whatever the decision may be, it is probable the 
railroads which have developed the service will be of 
the opinion that the regulating body has hobbled the 
service, which, in Ames’ language, is a challenge of the 
truck as a carrier of freight, particularly in short haul 
traffic. Seemingly the things that had most weight with 
Ames were the fact that the container rates played hob 
with the class rate structure; that the rates increased 
with distance, contrary to the usual rule; and that the 
railroads sacrificed so much of the revenue that would 
accrue if the traffic hauled in containers would move 
in less-than-carload service. The money made by the 
forwarding agents was also a consideration of weight 
with the examiner. The Commission, in the tap line 
and industrial railway cases, long before the enactment 
of section 15a, the one that makes it responsible for the 
financial well-being of the railroads, frowned upon the 
dissipation of railroad revenues, not actual but poten- 
tial revenues; that is, revenues which would accrue if 
the railroads were able to obtain the tonnage resulting 
from the supposed dissipation of revenues. 

Undoubtedly there will be sharp arguments on 
the matter, both in brief and in the oral presentation. 
The railroads cannot themselves act as collectors of con- 
tainer tonnage and act as shippers thereof. That function 
must be performed by shippers themselves or their 
agents. The forwarders in law stand the same as 
shippers. The ordinary shipper has neither the time, 
inclination or ability to obtain, from his neighbors, 
enough to fill a container or more. That prepares the 
way for the forwarder, who, in effect, drums up the 
shippers who desire to forward less-than-carloads, so as 
to collect enough freight to fill one or more containers. 
The difference between the class rates which each 
shipper would have to pay were he to ship without 
cooperation with his neighbors, and the container rate 
obtainable by those acting in cooperation, enables the 
middleman, the forwarder, to make a profit for himself, 
although he gives the benefit of a cut class rate to the 
shipper and performs the billing and collecting the rail- 
road would have to do if each shipper brought his own 
bundle of merchandise to the freight station. In addi- 
tion the forwarder, in some instances, especially where 
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the competition is great, performs a store-door receipt 
and delivery service for the shipper. 

In a way of speaking, a loaded container is another 
unit of shipment between the less-than-carload. and 
the carload. The latter is not a unit that every 
shipper can use. The same is true of the container. The 
carload unit is available at every station but the con- 
tainer unit is not. Some stations produce so small a 
quantity of freight that, as now organized, the container 
service is not offered thereat. It is true that there are 
stations where the traffic offering is so small that, broadly 
speaking, there are no carload shipments from them. 
But if a carload were offered the railroad would be pre- 
pared to provide a car. As things are now, a container 
service would not be provided if at such stations a con- 
tainer were offered, say, once a month or even once a 
week. In that respect the theory that the container is a 
new unit of shipment goes lame. However, Ames, not- 
withstanding that defect, thinks the service is in the 
public interest and should be continued when scrubbed 
of some things he thinks besmear its face and make it 
unlawful. The vast majority of the railroads is opposed 
to container service or indifferent thereto. 


K. C.S. GRAIN PROPORTIONAL 


The petition of the twenty-three western grain carrying 
roads that the Commission strike Kansas City Southern I. C. C. 
No. 4625 and special grain supplement No. 1 thereto from its 
files, notwithstanding that the Commission refused to suspend it, 
is based upon an allegation that the tariff and its supplement 
were filed without being specifically authorized by the Commis- 
sion, as required by rule 54 of Tariff Circular No. 20. (See 
Traffic World, August 24.) That rule provides, among other 
things, that after notice of a change in rates has been published 
and filed, the new rates must be allowed to go into effeect, and 
may not be changed, withdrawn, or canceled for at least 30 
days after the date when the rates have become effective unless 
otherwise specifically authorized by the rules, decision, or order 
of the Commission. 

When the Kansas City Southern published the emergency 
rates on wheat and wheat flour requested by the Hoover ad- 
ministration it inserted in special supplement No. 27 to its I. C. C. 
No. 4434, the one that gave the emergency rates, a notice that 
on October 1, the old rates would be restored. Every other 
réilroad did likewise. 

Now the point is made that the Kansas City Southern may 
not change the rates noted to be restored on October 1 until 
at least 30 days after that date without specific authorization 
in accordance with that rule. 

The tariff against which the point is made became effective 
August 15. (See Traffic World, August 17, p. 401.) It estab- 
lishes an open proportional of 23.5 cents on wheat and 21 cents 
on coarse grains in place of varying proportionals that would 
become effective on October 1 upon the expiration of the 
Hoover emergency rates on wheat and wheat flour, for exeport. 

While the matter is extremely technical in its mechanics, 
the question back of the controversy is not at all technical nor 
trivial, in the estimation of the traffic men of the petitioning 
railroads. The fundamental proposition of the objecting rail- 
roads is that they and the Kansas City Southern are engaged 
in competition for hauling grain for export, particularly wheat. 
On that point J. N. Davis, P. F. Gault and A. B. Enoch, attorneys 
for the petitioning carriers, declare: 


Wheat from each section of the entire producing territory in the 
United States competes with wheat from every other section thereof 
for disposition in the foreign market, and the relative levels of the 
rates therein from each section to all ports and from the entire pro- 
ducing territory to the same port determine, in substantial degree, 
from which section the foreign demand will be supplied as well as 
the route of movement to tidewater. Your petitioners, therefor, have 
a vital interest in obtaining the relief sought, as hereinafter detailed, 
for, if their prayer is denied, your petitioners and each of them will 
suffer the loss of traffic in which they are fairly and justly entitled 
to participate, or retain such traffic by maintaining rates for the 
transportation thereof that are less than reasonable. 


The Kansas City Southern initiated the rate adjustment 
which went into effect on August 15 last April. It withdrew its 
tariff on the subject so as to make way for the emergency rates 
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the carriers put into effect to meet the views of the Hooy, 
administration, saying it would renew its move later. It ct 
tended and contends that much of the congestion, if not alj 
it, at Kansas City, in 1928, which plagued the railroads and the 
owners of grain when the new crop began coming or threaten. 
ing to come to market this year, resulted from the rate adjust 
ment at that point. It contended and still contends that reduc. 
tions in rates from Kansas direct to the Gulf ports were of - 
help to the farmer because he is not able to market his pe 
from the southwestern fields until it has gone to the market at 
Kansas City and thence through the southern ports op rates 
enabling it to move in competition with ports used by Canadian 
and American grain grown in the more northern fields, hence 
its move. 

The attorneys for the western grain carrying roads learned 
enough when they submitted their petition in person to satis, 
themselves that it would be denied, and that they were war. 
ranted in advising their clients that the move would fail, As 
expected, the Commission denied the petition. 


As soon thereafter as possible the Missouri-Kansas-Texas 
asked for permission to meet, on one day’s notice, not later than 
September 1, the move of the Kansas City Southern by itgel 
establishing a 23.5-cent proportional applicable on commodities 
taking the wheat and its products’ rates and 22 cents on coarse 
grains. It asked that it be permitted to have that and other 


rates made in relation thereto supersede the emergency rates | 


put into effect at the solicitation of the Hoover administration, 
It also asked special permission to reduce its varying or bal. 
ance rates on grain and grain products from Kansas City to the 
ports which might be brought into Kansas City by the Santa 
Fe, Rock Island and the Missouri Pacific so as to bring about 
a minimum “balance” rate of 23.5 cents and to bring about 
minimum rates not lower than 13 cents on wheat'and commoidi- 
ties taking wheat rates and 12.5 cents on coarse grain, and 
otherwise arrange the adjustment so as to meet the competition 
of the Kansas City Southern. 

The Katy advised the Commission that the other Kansas 
City lines would ask permission to meet the situation created 
by the Kansas City Southern proportional, on short notice. 

The Commission, August 29, granted permission to the Katy 
and the Frisco to meet the 23.5-cent proportional rate on grain 
and grain products taking wheat rates and 22 cents on coarse 
grains, from Kansas City to Texas and Louisiana ports, on one 
day’s notice. The Frisco application was filed on that day and 
was but a matching of the move made by the Katy, which, in 
turn, proposed the reduced rates to meet the move of the Kan- 
sas City Southern. 

E. B. Boyd, agent for other western roads, will confer with 
George M. Crosland, of the Commission’s section of tariffs, about 
plans of other roads to meet the situation created by the action 
of the Kansas City lines. Other grain markets are demanding 
of the railroads serving them that they follow the lead taken 
by the Kansas City lines. 


IMPORT FERTILIZER RATES 


Alabama and Mississippi organizations and the Armour 
Fertilizer Works have asked the Commission to suspend Spei- 
den’s I. C. C. No. 1294 and all other tariffs proposing increases 
on imported fertilizers and fertilizer materials from south Atlan- 
tic and Gulf ports, dated to be effective September 1. The 
increases, according to the table set forth in the protest of the 
Mobile Chamber of Commerce, would be 50 cents per ton. They 
would be brought about by the cancellation of absorption prov! 
sions in connection with wharfage and handling charges. The 
combined charge is usually 50 cents per ton. That protest 
shows that the rate from Mobile to Jackson, Ala., would be 
increased from 185 to 225 cents; from Mobile to Brewton from 
200 to 250 per ton; and from Mobile to Chatom from 245 to 295 
cents per ton. 


Protests, with requests for suspension have also been filed 
by the Selma, Ala., Traffic Bureau, the Selma Chamber of Com 
merce, Dallas County Farm Bureau Federation, Alabama State 
Docks Commission, Mississippi Cotton Seed Crushers’ Associa 
tion, Delta Grocery and Cotton Company and others. 


The Mobile Chamber of Commerce alleged that the cal 
cellation would disrupt port relationships long maintained. The 
Armour Fertilizer Works said that the cancellation would result 
in preference for fertilizer factories at the ports and undue 
prejudice to interior factories. The Armour protest also sai 
that the tariffs would result in drastic and unwarranted i 
creases in the rates. It asserted that for many years wharlase 
and handling charges had been absorbed at Pensacola, 514. 
Mobile, Gulfport, Miss., and New Orleans, La. 

The Commission, in I and S. 3345, has suspended, from 
September 1 for seven months, Speiden’s I. C. C. No. 1294, ad 
posing cancellation of absorption of handling and vat 
charges on fertilizers and fertilizer materials from south 
lantic Gulf ports. 
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Current Topics in 
Washington 





The more one reads the ter- 
minology used by the Commission 
in the Southwestern Revision the 
more certain it seems that tariff 
simplification is in the category in which rests the great Ameri- 
can novel. It’s a thing to be hoped for and believed in, but not 
to be set down as a reasonable certainty for any given time. The 
proposed reports submitted by Examiner R. G. Taylor in the 
dozens of oil well necessities’ cases (elsewhere in this issue) 
show a terminology made necessary by the decision in the 
southwestern class cases. The language used to describe the 
rates to be made may result in the simplification of tariffs, but 
it does not seem to simplify reports. The tariff publishing 
agents may revel in the two or three hundred pages of text 
and exhibits Taylor tossed at them, but there is doubt about 
that. Calling the basic rate column 100 instead of first class 
does not seem to simplify matters much. That terminology has 
been in use for two years or more, but southwestern tariffs 
seem about as before. 

Promulgation of six reports on groups of cases on one day 
does not impress one who has had experience with the reaction 
of those greatly interested in the matter as showing considera- 
tion for those interested in them. Seemingly the southwestern 
newspapers were deluged with inquiries about them from the 
interested public. They asked their Washington correspondents 
about the matter. The latter, although men of more than av- 
erage intelligence, could make but little out of the reports. The 
public, as a rule, wants to know whether the recommendation 
is for an increase or a reduction in the rates. Of course, the 
technical men, in the course of time. will unravel what is 
intended to be made plain to the men who have to publish the 
tariffs. The thought, however, has come to many that the 
Commission might give its examiners latitude enough in the 
writing of reports to enable them to use fairly simple and plain 
English. 

The lawyers have simplified the language they use so that 
an educated man, and not so highly educated either, can get a 
fairly accurate idea as to what the papers in a case purport 
to be about. The English language, it is generally believed, 
is flexible enough to enable a man who has definite thoughts, 
even about the making of a freight tariff, to make himself under- 
stood by educated men. An example by the Commission men 
might produce favorable results in the offices of those who make 
tariffs. There are many traffic men, experience says, who would 
be delighted were there some simplification in the language 
used in respect of southwestern rates. 


Tariff Simplification 
seems to Have Gone Bang 





In the “good old days” when Strong 
Customs Linger Arm had beaten down those who op- 
posed him he stepped forth and had 
Although the the priest crown him king and lord of 
Reasons Therefor Die all the realm. Napoleon Bonaparte, 
not being strong for religion, put the 
crown on his own head. Then Strong Arm’s friends and not 
openly avowed enemies came forward to pledge fealty or loy- 
alty, many with their fingers crossed. That doing of homage 
survives, in the form of courtesy calls, such as Commissioner 
Aitchison made at the White House the other day. Not one 
of the old reasons for such a going to the house of the head 
of the realm remains. 
The Commission has never established for itself the rigid 
rules in the matter of making calls on the President that the 
customs of diplomats and the justices of the Supreme Court 
of the United States have laid upon themselves. Congress, as 
a body, never takes note of the President of the United States 
except when it has organized itself and is ready to listen to 
recommendations the President may think he should make to 
the law-making body and when it is about to adjourn. Then 
it sends a committee to give the President official advice as to 
the state of its affairs. Senators and representatives make 
— calls at the convenience of themselves and the Presi- 
th When a president has been elected Congress takes note of 
the fact by appointing committees to prepare for and conduct 
€ inauguration ceremonies. They are not ordained by law. 


7 President-elect, without violating law, could appear before 
notary public, as Calvin Coolidge did before his father, the 
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night President Harding died, take the oath prescribed by the 
Constitution, go to the White House and ignore the ceremonies 
the committees of Congress had arranged. None, however, has 
done so. Not one, so far as anybody has ever discovered, has 
ever thought of declining to take part in the customary cere- 
monies, although ever since Woodrow Wilson’s time the trend 
has been to make the ceremonies, in so far as those seen by 
the general public are concerned, less elaborate than those of 
earlier days. 

The ceremonies incident to the inauguration of a president, 
in so far as numbers of persons are concerned, are about as 
impressive as could be imagined, except for the lack of ancient 
customs, and eclipse, in that respect, the ceremonies incident 
to the election of an emperor for the Holy Roman Empire at 
Frankfort, Germany, in the old days, by the princes of the 
empire. That ceremony took place in a small room and there 
the emperors, supposed to carry on the tradition and authority of 
the old Roman emperors, were crowned. Eleven years after two 
of the successors of those emperors were tumbled from their 
thrones it may have a bit of human interest to recall that it 
was a Hohenzollern who nominated the first Hapsburg for the 
imperial office and also a Hohenzollern that deprived those 
houses of imperial honors, although a few Hapsburgs and Hohen- 
zollerns are still in the king business. 





, Senator Norris, of Nebraska, who is usu- 
This Wretched _— ally at odds with all but a few of those who 
Land of Ours! are members of the political party to which 

he makes a pretense at least, of allegiance, 
thinks there should be direct election of the President and that 
judges of the federal courts should be deprived of their life 
tenure of offices. The Nebraska senator has been able to find 
but few things in his country to his liking. He supported the 
late Senator La Follette in the latter’s proposition that Con- 
gress should be the judge of the constitutionality of its own 
acts when Smith and Jones, having property interests at stake, 
fell into dispute as to what an act of Congress meant or whether 
the act was in conformity with the legislation, known as the 
Constitution of the United States. That was enacted by the 
creators of Congress and makers of the order that such dis- 
putes should be decided by courts not dependent upon either 
Congress or the President of the United States for their exist- 
ence. There has been direct election of senators for a long 
time. There are plenty of men old enough to remember when 
senators were elected by state legislatures and they are certain 
in their own minds that the people made a horrible mistake 
when they believed the limber-jawed reformers that direct elec- 
tion would produce better senators. 





The United States Bureau of Edvuca- 
tion thinks it knows what the American 
worker is doing with the greater leisure 
that the bewailed machinization of the 
country is giving him. It thinks he is 
going to school for more education. It 
bases that thought on the fact that last year the attendance of 
adults at schools increased from 200,000 to 260,000, thirty per 
cent. Anyone 20 or fewer years old is regarded as a youth. 
It has also come to the conclusion that a man of 45, due to his 
experience and judgment, will more thoroughly master a prob- 
lem of education than a youth of 20. 

Adult education, the bureau states in a recent announce- 
ment, is doubly valuable. First, it causes adults to make 
greater efforts to keep the youths in school. Second, it is the 
cause of much optimism among adults because it appeals to 
an increased number of persons as a remedy for uninteresting 
and pessimistic old age. Its investigations show that the great- 
est contrasts in life take place after the age of 45 or 50 is 
reached. Before that time the interests are chiefly physical, 
after that mental and spiritual. Some, it finds, are not able 
to make the transition from one interest to the other. Their 
old age is therefore uninteresting and pessimistic—one of the 
great tragedies of life. The bureau has prepared a bulletin on 
the subject of adult education, from which the outline here 
given is taken. It supports the proposition that when one be- 
comes too old to learn he is dead, even if his physical being 
retains the semblance of life. 


Adults Know What 
to Do With 
More Leisure 





Some relative of Ananias observed that 
time was the leveler of all things. The 
generalization may be true as to things 
physical, but it is not true as to things not 
physical. As a matter of fact, it is not true 
as to things physical so far as human ex- 
perience is able to appraise the thing, unless those who report 
islands arising from the sea are also relatives of Ananias and 
his wife. 

Forty-nine years ago, when Gen. Winfield Scott Hancock, 
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the superb, was the Democratic candidate for the presidency, 
somebody asked him what about the customs tariff. 

“The tariff is a local issue,’ responded the general. There- 
upon the Republicans, if not some of his fellow Democrats, 
laughed. They laughed in a way that was not considerate of 
the feelings of the gallant soldier of the Civil War. All Repub- 
licans were supposed to be protective tariff men. All Demo- 
crats were supposed to be low or tariff for revenue men. 

Florida senators, Democrats, both of them, have announced 
their adherence to the tariff bill framed by the Republican mem- 
bers of the Senate finance committee. If necessary for passage, 
the Democratic senators from Louisiana could be depended upon 
to vote for the bill. They may do so even if their votes are 
not needed to enact the measure. 

The senators from the states mentioned know that the tariff 
is a local issue. So does nearly every Republican. They have 
had the benefit of the votes of Democrats from Louisiana in 
other tariff fights. They have also lost the votes of Repub- 
licans, on the ground that the rates were too high. Every time 
a tariff measure is framed the accuracy of Hancock’s observa- 
tion raises him in the estimation of folks who can and do think. 
At the time Hancock made his declaration he pointed to such 
situations as existed and still exist in Louisiana and Florida. 
However, inasmuch as his party was for a low tariff, the gen- 
eral’s accurate appraisement of the fact was no help to him. 
Garfield, also a Civil War general, routed him decisively. 





With all the solemnity indicated by the 
importance of the event, the Department of 
Commerce reports the installation of the first 
aerial cable-way in the Harz Mountains, home 
of the song canary. Most persons, it is sus- 
pected, thought the birds came from the 
islands of that name and not from the land where they sing 
“Die Wacht am Rhein” after the second or third round of the 
things the Volstead act says are unlawful. 

The cable-way is a facility of transportation about 1,500 
feet long. It can be used in carrying canaries from Bad Harz- 
burg, about 1,000 feet above sea level, to the Burgberg, about 
1,600 feet above the sea. It takes about 2.5 minutes to make 
the trip and the car carries 19 passengers, not counting birds. 
The unfortunate thing about the announcement of the Depart- 
ment of Commerce is that it fails to point out of what value 
the fact is to the people of the United States. It does not even 
suggest a reduction in the time it takes to bring the songsters 
to the United States——A. E. H. 


COMMISSION ORDERS 


Finance No. 7705, application of Chicago, Milwaukee, St. 
Paul & Pacific for certificate to abandon its line of railroad be- 
tween Worthington and Farley, Ia. Board of Railroad Com- 
missioners of State of Iowa permitted to intervene. 

Finance No. 7539, application of Northern Pacific and Ore- 
gon-Washington Railroad & Navigation Co. for certificate to 
construct a line of railroad from Aloha, in Grays Harbor county, 
to a point on the south bank of Hoh River, in Grays Harbor 
county, to a point on the south bank of Hoh River, in Jefferson 
county, Washington, etc. Aberdeen Chamber of Commerce of 
Aberdeen, Wash., permitted to intervene. 


Finance No. 7685, application of Wabash for authority to 
acquire control of certain carriers. Chicago & Illinois Midland 
and New Jersey Industrial Traffic League permitted to intervene. 

Finance No. 6547, construction of Belt Line by Detroit, 
Grand Haven & Milwaukee et al. The time prescribed in said 
certificate and order within which the Detroit, Grand Haven & 
Milwaukee, the Pontiac, Oxford & Northern, and Michigan Air 
Line shall complete the construction of belt line of railroad 
therein authorized, has been extended to May 31, 1930. 

No. 22308, Desmond’s et al. vs. Santa Fe et al. M.S. Arndt 
& Co., Brown Israel Outfitting Co., Robt. S. Atkins, Inc., East- 
ern Outfitting Co. of Fresno, John J. Fink, Herman’s Smart 
Shop, Knox Hat Co., Inc., Lion Clothing Co., Money-Back Smith 
Co., Mullen & Bluett Clothing Co., Nelson-Moore Co., Ed Nisle, 
Arthur Ramage Co., Schwartz & Grodin, F. B. Silverwood, Inc., 
Summerfield and Haines, United Clothiers, Inc., permitted to 
intervene. 

Finance No. 7704, application of Milwaukee for certificate 
to abandon its line of railroad between Eagle and Troy, Wis. 
John J. Schwartz permitted to intervene. 

No. 18281, Ridenour-Baker Grocery Co. et al. vs. Santa Fe 
et al. Complainants’ petition for reconsideration denied. 

No. 13857, Chamber of Commerce of Selma, Ala., vs. Alabama 
Great Southern et al. The order entered in this proceeding 
on February 27, 1929, which was by its terms made effective 
May 25, 1929, and modified to become effective on June 25, 1929, 
upon 30 days’ notice, has been further modified to become effec- 
tive on March 2, 1930, upon 30 days’ notice instead of on said 
June 25, 1929, in so far as the order embraces commodities in- 
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cluded iz the suspension orders in I. and S. 3234, fresh m, 
and packing-house products, to, from and between points ts 
southern territory. to 

Finance No. 5617, note of Union Freight Railroag Th 
order entered July 10, 1926, authorizing the Union Freight’ 
extend for a period of three years from June 16, 1926, the ty 
of maturity of a certain note for $60,000 secured by a mortgars 
made by it to William S. Dexter, Thornton K. Lothrop and Et 
ward H. Hooper, trustees, has been modified so as to authorj,, 
that company to further extend the maturity date of said ete 
for three years from June 16, 1929, the note to bear interest 
during period of further extension at a rate not to exceed 5 
per cent per annum. 

No. 19516 (and Sub. 1), Arizona Corporation Commission 
et al vs. Santa Fe et al., and No. 20373, J. M. Gibbs and J. y 
Gibbs, Jr., copartners trading under firm name of J. my. Gibbs 
Y. Cia., vs. Pacific Electric et al. The order entered in these 
proceedings on July 21, 1929, which was by its terms made 
effective September 30, 1929, upon 30 days’ notice, hag beep 
modified to become effective on November 30, 1929, on 39 days’ 
notice, instead of on said September 30, 1929, in so far ag jt 
requires the publication of the 70-cent rate to the Clifton and 
Globe branches of the Southern Pacific Co. 

No. 22255, United Paperboard Co., Inc., vs. Boston & Maine 
et al. Waverly Paper Board Co. permitted to intervene. 

No. 22423, Missouri Gravel Co. vs. Burlington et al. Anto. 
matic Gravel Products Co., Hahn Bros. Sand & Gravel Co. and 
Northern Gravel Co. permitted to intervene. 


I. and S. Nos. 1885 and 1938, brick and clay products from, 
to and between points in southern territory. The effective date 
of said order of June 21, 1929, has been postponed from §ep. 
tember 25 to October 25, 1929. 


No. 22405, Omaha Live Stock Exchange et al. vs. Chicago 
& North Western et al. The Cudahy Packing Co. and Nagie 
Packing Co. permitted to intervene. 

No 22537, By-Products Coke Corp. et al. vs. Aberdeen & 
Rockfish et al. American Steel & Wire Co., Carnegie Steel (Co, 
Illinois Steel Co., National Tube Co. and Tennessee Coal, Iron 

No. 22444, Northern Potato Traffic Assn. vs. Santa Fe et al. 
Chamber of Commerce of Fargo, N. D., permitted to intervene. 

Finance No. 7747, application of Abilene & Southern for 
certificate to construct a line of railroad between Ballinger and 
San Angelo, Tex. Fort Worth Association of Commerce and 
Fort Worth Freight Bureau permitted to intervene. 

Finance No. 77438, application of Great Northern for. cer. 
tificate to construct a line of railroad on Dawson, McCone and 
Garfield counties, Mont. Northern Pacific permitted to ip 
tervene. 

Finance No. 6072, amendment to application of Fairport, 
Painesville & Eastern for certificate to extend its line of rail- 
road from Painesville to Madison, O., and to construct a spur 
track from said extension to certain shale beds south of Madi- 
son, O. Nickel Plate permitted to intervene. 


Finance No. 7470, application of Missouri Pacific for au 
thority to acquire control of certain carriers by lease. Pioneer 
Cooperage Co. permitted to intervene. 

No. 22159, Texas Industrial Traffic League vs. Abilene & 
Southern et al. El Paso Freight Bureau, El Paso Chamber of 
Commerce and Momsen-Dunnegan-Ryan Co. permitted to it 
tervene. 


BRITISH TRANSPORT YEAR BOOK 


The first edition of “The Transport Managers’ Year Book 
(1929)” has just been issued by Industrial Transport Publica- 
tions, Ltd., London. Its purpose is to supply the industrial 
transport manager, in England, with a “desk book—one that 
looks at every transport problem from his angle and seeks 1 
give him just the concise information in handy form that will 
help him over many daily problems and so facilitate the effi. 
cient performance of his duties.” The viewpoint is stated to be 
that of the big industrial firm “desiring to use transport setV- 
ices to the best of its ability.” 


The contents include the following: Special articles; ™* 
rine insurance section; directory of canal carriers, road haul- 
age contractors, shipping agents, etc.; railway section; road 
transport section; canals and waterways section; air transport 
section; general information section; personalities in the in: 
dustrial transport world; Irish Free State section; Royal Com: 
mission on Transport, and others. Under the heading of 
“special articles” are included outlines of the activities a 
purposes of the Associated Traffic Clubs of America and thé 
National Industrial Traffic League, as well as articles discussing 
such subjects as “British Industry and Its Transport Serva 
“Railway Salesmanship in 1929,” “The Future of Crue 
Vehicles for Commercial Work,” and others. The book is wae 
by J. A. Dunnage, editor of “Transport Management” and ' 
author of a number of works bearing on the traffic manage! 
profession. 
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PEACHES AND POTATOES 


Disposing of about a score of complaints about rates on 
aches and potatoes from the south to Schenectady and other 

points in New York, the Commission, by division 4, in No. 19287, 
(grlls0, Rinella, Battaglia Co., Inc., vs. Seaboard Air Line et al., 
igs found the rate on peaches from points in Georgia and the 
(rolinas not unreasonable in the past, but unreasonable for 
ye future to the extent that they may exceed the basis pre- 
yribed in Georgia Peach Growers’ Exchange vs. A. G. S., 139 
1¢.¢. 143, and 148 I. C. C. 755. Allegations of unjust discrimi- 
ution, undue prejudice, and violations of section 4 of the inter- 
ate commerce act, the report said, had not been sustained. 
The complaints and sub-numbers pertaining to the rates on 
yaches have been dismissed. They are Nos. 19287 and No. 
1565 and the sub-numbers under each, the complainant in each 
jing the complainant in the title complaint. 

As to the rates on potatoes, involved in No. 19414, and the 
wbnumbers thereunder, the Commission found them, from speci- 
fed points in Virginia and North Carolina to specified points in 
Yew York, unreasonable for the future to the extent they may 
exceed scales and arbitraries set forth in the report. The new 
rmtes are to be made effective not later than November 15. 

In fixing the distance scale to be observed in making new 
rates, the Commission said consideration had been given to the 
fact that between the points of origin and destination considered 
in these cases the hauls were for comparatively short distances 
in southern territory and comparatively long hauls in trunk line 
territory. 

The scale provides rates for application to 50-mile blocks, 
vithout variation, and progresses 2 cents for each block, without 
variation. It begins with a rate of 40 cents per 100 pounds for 
hauls of 550 miles and over 500 miles and ends with a rate of 
6 cents for hauls over 900 miles but not in excess of 950 miles. 

The shipments originated on the Norfolk Southern and at 
pints served by the North River Line, a boat line operating 
tetween Barnett’s Creek and Elizabeth City, N. C. The rail line 
wigin points are shown in an appendix. The boat line points 
of origin are Barnett’s Creek, Jarvisburg, Halls Harbor and New- 
bern’s Landing, N. C. The points of origin, the report said, were 
fom 8 to 199 miles from Norfolk, Va. The destination points 
were Malone, Saratoga Springs, Glens Falls, Oneonta, Sche- 
nectady, Albany, Binghamton, Syracuse and Troy, N. Y. 

Arbitraries, for the sole benefit of the Norfolk Southern, 
are to be added to the scale rates described, 2 cents for hauls of 
4 miles or under on the Norfolk Southern, 3 cents for 75 miles 
and over 25 miles, 4 cents for 150 miles and over 75 miles, and 
dcents for 250 miles and over 150 miles. 

The report said that in computing rates under the scale, the 
gouping of points of origin similar to the present grouping 
vould be permitted and the average distances over the shortest 
tutes from the nearest and most distant point in each group 
night be employed. The report further said that the rates 
assailed from points on the North River Line, in each instance, 
were 6 cents higher than the rates from Elizabeth City. It 
added that there was nothing in the record to show that that 
tifference in rates was improper. It found that rates from the 
nver line points in excess of those resulting from the use of 
the scale and the 6-cent differential over Elizabeth City would 
be unreasonable. s 

The Commission said that the rates assailed had been in 

effect for a long time and that a finding of unreasonableness in 
ihe past was not warranted. 
, This report also embraces No. 19287 (Sub. Nos. 1, 2 and 3), 
same vs. Same; No. 19414 and No. 19414 (Sub. Nos. 2, 3, 4, 5, 6 
iy 1), Same vs. Norfolk Southern et al.; No. 19414 (Sub. No. 
- Same vs. Pennsylvania et al.; No. 19565 and No. 19565 (Sub. 
a 2 and 6), Same vs. Southern et al.; No. 19565 (Sub. No. 
= ame vs. Central of Georgia et al.; and No. 19565 (Sub. 
0s. 4 and 5), Same vs. Norfolk Southern et al. 


BOTTLE RATE RELATIONSHIP 


mis finding of undue prejudice and an order to remove it 
“aan than November 4, have been made in No. 21464, Car- 
m oo Bottle Co., Inc., vs. Chicago & North Western et al., 
Shebo € rate on glass bottles, carloads, from Lapel, Ind., to 
‘ —— and Manitowoc, Wis. The Commission, by division 
nl. - a fifth class rate of 34.5 cents from Lapel unduly 

idicial in comparison with a commodity rate of 28 cents ap- 





plicable from St. Louis, Mo., East St. Louis and Alton, IIl., to 
the points in Wisconsin where many bottles are used. The 
complainant contended the class rate was unreasonable and 
unduly prejudicial to the extent it exceeded or might exceed 
the commodity rate of 28 cents. The distance from Lapel is 
316 and 341 miles, to Sheboygan and Manitowoc, respectively. 
The average short-line distances, the report said, from the points 
alleged to be preferred, were 410 and 436 miles. 

The railroads defended the fifth class rate and contended 
that glass bottles were essentially class traffic, on which claims 
for loss and damage were great. They pointed out that fifth 
class rates were maintained to the Wisconsin points from glass 
bottle plants at Terre Haute, Winchester, Evansville, Muncie, 
Indianapolis, Dunkirk, Gas City and Marion, Ind., Toledo, Cin- 
cinnati, Newark, Zanesville and Columbus, O., and Pittsburgh 
and Washington, Pa. They said there were no commodity rates 
from those points. The report said that in Consolidated South- 
western Cases, the Commission had prescribed fifth class on 
bottles and that under that scale the rate from Lapel to She- 
boygan and Manitowoc would be 39 cents. The Commission 
found that there was a fourth section departure in the rates, 
a combination of 31.5 cents based on Milwaukee being lower 
than the fifth class rate of 34 cents. It said that the evidence, 
however, rebutted the prima facie showing of unreasonableness 
made by the fact of the lower combination. 

The finding was that the rate had been, was and would be 
unduly prejudicial to the complainant and unduly preferential 
of competitors at St. Louis, East St. Louis and Alton to the 
extent it had borne, bore, and would bear a higher percentage 
of the fifth class rates from Lapel to Sheboygan and Manito- 
woc than the contemporaneous rates from St. Louis, East St. 
Louis and Alton had borne, bore or might bear to the fifth class 
rates from those points to the Wisconsin destinations. 

The order requires the carriers to make rates from Lapel 
to Manitowoc and Sheboygan no higher than those from the 
preferred points. 





MARBLE ROUTES RESTRICTED 


The Commission, by division 3, in I. and S. No. 3270, marble, 
granite and stone from Boston, Mass., and New York, N. Y., to 
Chicago and Peoria, Ill., and Milwaukee, Wis., has found justi- 
fied and proposed restriction of the application of the joint com- 
modity rates on the commodities mentioned, carved, lettered, 
polished or traced, to the destinations mentioned so that they 
will not apply via routes through New York Harbor. This re- 
striction will bring the routing provisions respecting carved, 
polished and otherwise manufactured marble, granite and stone 
to the condition in which are the routing provisions in respect 
of the rough quarried commodities. 

Under the provisions of Rule 77 of Tariff Circular 20 the 
low commodity rates on granite, marble and stone from Boston, 
except for the restrictions, would apply over routes through 
New York Harbor. According to the report there are no spe- 
cific commodity rates from New York Harbor points but the 
rule would make the lower rates applicable via all-rail routes 
from Boston apply from New York Harbor points, against the 
wishes of the carriers from the metropolitan district. The car- 
riers said that only an oversight caused them to leave the 
routes open on finished materials when they closed them to 
the rough quarried ones. 


GRAPE JUICE RATINGS 


On reconsideration, the Commission, by division 4, in No. 
16256, Welch Grape Juice Co. et al. vs. Abilene & Southern et al., 
opinion No. 14790, 156 I. C. C. 367-8, has found that the carload 
ratings in the official, western, and southern classifications on 
grape juice, in bottles, packed in boxes or barrels, are and for 
the future will be unreasonable to the extent they exceeded or 
may exceed fifth class in official, sixth class in southern and 
fifth class in western classification. The Commission said com- 
plainants were agreeable to an increase in the carload minimum 
weight to 36,000 pounds, a weight that could be readily loaded, 
and it found that such an increase might be reasonably made. 
In all other respects, the original findings in 147 I. C. C. 361 
were affirmed. The modified findings are to become effective on 
or before October 15. 

In the original report the Commission found that the main- 
tenance by defendants of lower rates and ratings on canned 
goods and on cereal or carbonated beverages than on grape 
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juice, in bottles, packed in boxes or barrels, was not unreason- 
able nor unduly prejudicial, but that the less-than-carload rating 
for grape juice in the official classification and the carload rating 
in the western classification were, respectively, unreasonable 
to the extent they exceeded second class and class A. 


COMMISSION REPORTS 


Elm Lumber 


No. 21760, Fisher Lumber Corporation vs. C. C. C. & St. L. 
et al. By division 3. Reparation of $143.68, with interest, 
_ awarded on finding inapplicable rate on elm lumber, Myrtle- 
wood, Ala., to Cleveland, O. Applicable rate over route of 
movement, 46 cents. Commissioner Taylor dissented for rea- 
sons indicated in his dissent in Wausau Southern Lumber Co. 
ve. A. G. B., 122 1. C.. ©. Sai. 


Rough Lumber 


No. 20579, Perrine-Armstrong Co. vs. Erie et al. By divi- 
sion 3. Complaint dismissed on finding not unreasonable or 
unduly prejudicial rate on rough lumber, Huntington and Mar- 
kle, Ind., to Detroit, Mich. 


Sea Sand 
No. 21618, Gleason Works vs. New Haven et al. By division 
3. Complainant entitled to reparation on finding unreasonable 
rate on sea sand, carloads, Provincetown, Mass., to Rochester, 
N. Y., to extent it exceeded 19 cents. 


Fir Poles and Wooden Piling 


No. 20539, Hammond Lumber Co. and/or E. G. Whipple 
(Agent) vs. Southern Pacific et al. By division 4. Rates on fir 
poles and wooden piling, in single and multiple carloads, points 
in Oregon, north of Lystul and Kirk, to all points in California, 
were not unreasonable or otherwise unlawful and are not unduly 
prejudicial but they are and for the future will be unreasonable 
to the extent they exceed or may exceed the present rates on 
fir lumper in single carloads from and to the same points. 
Reparation not awarded. Order for future effective on or before 
November 15. 





Imported Window Glass 


No. 21525, Hammer Dry Plate Co. et al. vs. Illinois Central 
et al. By division 2. Complaint dismissed on finding not un- 
reasonable rate charged on 92 carloads of imported window 
glass from New Orleans, La., to St. Louis, Mo. 


Haydite 
No. 18949, Haydite Co. vs. C. B. & Q. et al. By division 4. 
Complaint dismissed on finding rates on haydite, Kansas City, 


Mo., to Des Moines, Ia., not unreasonable or otherwise unlawful. 
Shipments found not to have been misrouted. 


Horses and Mule 


No. 21362, South St. Paul Horse Exchange vs. Great North- 
ern et al. By division 4. Reparation of $1.50, with interest, 
awarded on finding rate charged on a mixed carload of 20 
horses and one mule, Conrad, Mont., to South St. Paul, Minn., 
inapplicable. Applicable rate, $230.65, found not unreasonable 
or in violation of long-and-short-haul clause of section 4. 


Cotton Gin Machinery 


No. 21276, Artesia Alfalfa Growers’ Association vs. Santa 
Fe et al. By division 3. Complaint dismissed on finding not 
unreasonable rate on cotton gin machinery, carloads, Dallas, 
Tex., to Artesia, N. M. 


Coal 


No. 21352, Meridian Traffic Bureau for Meridian Compress 
and Warehouse Co. vs. Northern Alabama et al. By division 
3. Complaint dismissed on finding rate on coal, Calumet and 
Bankhead, Ala., to Meridian, Miss., not unreasonable. 


Strawboard, Etc. 


No. 20940, Robert Gaylord Co. vs. C. C. C. & St. L. et al, 
embracing also No. 20955, Indiana Coke & Gas Co. et al. vs. 
Same, and No. 21050, Schaeffer Griffin Co. vs. Same. By divi- 
sion 3. Complainants entitled to reparation on finding of inap- 
plicability as to rates on strawboard and ammoniacal liquor, 
Terre Haute, Ind., and on hides, Indianapolis, Ind., to St. Louis, 
Mo. Applicable rates were: Strawboard, 14 cents; ammoniacal 
liquor, prior to February 20, 1924, 17 cents, and thereafter, 
19% cents; and on green salted hides, 25 cents, subject to car- 
load minimum of 26,000 pounds. 


Eggs 

No. 19606, Lemmon Grocery & Produce Co. vs. C. M. & St. 
P. By division 4. Rate on eggs, carloads, Lemmon, S. D., to 
Chicago, Ill., Milwaukee and Waterloo, Wis., unreasonable in 
the past to extent it exceeded $1.45 and for present and future 
to extent it exceeds $1.23. Order for future effective on or be- 
fore November 1. Complainant entitled to reparation. Deci- 
sion follows Duluth Chamber of Commerce vs. C. & N. W., 156 
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I. C. C. 156. Commissioner Woodlock, concurring, said h 
curred in the award of reparation to the basis of a rate of $1 45 
He said he dissented in the Duluth Chamber of Commerce case 
and concurred in the rate of $1.23 for the future based op that 
decision only because constrained thereto by the decision of 
the majority therein. 


€ Ccon- 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 7521, (1) authorizing the Yankto 
Norfolk & Southern R. R. Co. to issue 6,667 shares of common stock 
of the par value of $100 a share; 4,000 shares of 7 per cent non 
cumulative preferred stock of the par value of $100 a share: and 
not exceeding $1,600,000 principal amount of first-mortgage 6 per cent 
bonds; $100,000 principal amount of said securities to be solq for 
cash and the proceeds used for working capital, and the remainin 
securities to be delivered to the Fidelity Construction Co. in ful 
payment for acquiring, constructing and equipping the applicant's 
railroad; the stock to be sold or otherwise disposed of at par and 
the bonds at not less than 80 per cent of par, conditions prescribed: 
and (2) deferring action on that part of the application relating to 
the issue of bonds to acquire the securities of the Meridian Highway 
Bridge Co., approved. y 

Report and certificate in F. D. No. 7709, authorizing the acquigj- 
tion by the Mountain States Telephone & Telegraph Co. of the 
properties of the Miles City-Broadus Telephone Co., approved. 

Report and certificate in F. D. No. 7634, authorizing the South- 
ern Pacific Railroad Co. and the Southern Pacific Co., lessee, to 
abandon a branch line of railroad in Ventura county, Calif., approved 

Report and order in F. D. No. 7765, authorizing the Flint River 
& Northeastern Railroad Co. to issue $125,000 of first-mortgage gold 
bonds; said bonds to be delivered at par to holders of matured first- 
mortgage bonds in payment of a like amount of the matured bonds 
approved. ; 

Report and certificate authorizing purchase by the New York 
Telephone Co. of the properties of Our Own Telephone Co., F, D 
No. 7710, approved. . 
_ Report and certificate in F. D. No. 7730, authorizing the acquisi- 
tion by the Michigan Bell Telephone Co. of the properties of the 
Leelanau Mutual Telephone Co., approved. 

Report and certificate in F. D. No. 7725, authorizing the acquisi- 
tion by the Pacific Telephone & Telegraph Co. of the telephone prop- 
ee J. R. Fort, doing business as the Coast Telephone Co., ap- 
proved. 


FINAL VALUATIONS 


Valuation No. 948, Morristown & Erie Railroad Co., opinion No. 
B-736, 26 Val. Rep. 89-108, final value for rate-making purposes of 
property owned and used for common-carrier purposes found to be 
$419,350, as of June 30, 1918. 

Valuation No, 901, Pittsburg, Shawmut & Northern Railroad (Co, 
et al., opinion No. B-735, 26 Val. Rep., 1-88, final value for rate- 
making purposes of properties of following carriers, as of June 30, 
1919, owned or used for common-carrier purposes, found to be: 
The Pittsburg, Shawmut & Northern, owned and used, $7,512,000; 
and used but not owned, $835,000; Clarion River Railway Co., owned 
but not used, $177,000; The Kersey Railroad Co., owned but not 
used, $419,000. 





FINANCE APPLICATIONS 


Finance No. 6812. Supplemental application of Prince George & 
Chesterfield Railway for authority to issue not exceeding $450,000 of 
first mortgage 6 per cent bonds in addition to $450,000 of such bonds 
heretofore authorized and to sell both issues to the Seaboard Air Line 
Railway Co., owner of applicant’s capital stock. 

Finance No. 7787. New Jersey Bell Telephone Co. and the Hack- 
ettstown Telephone & ‘Telegraph Co. ask approval of acquisition by 
former of property of latter in and around Hackettstown, N. J. 

Finance No. 7785. Atlantic Coast Line Railroad Co. asks au- 
thority to issue and hold in its treasury $6,576,035.61 par value of 
series A 4% per cent general unified mortgage bonds. 

Finance No. 7786. New Orleans, Texas & Mexico Railway Co. 
asks authority to issue and pledge $1,955,000 of first mortgage 4% 
per cent gold bonds for short-term notes. 

Finance No. 7804. The Colorado & Southern Railway Co. asks 
authority to acquire control under leases of all the lines of railroad 
of the Colorado Railroad Co. in Colorado and Wyoming, through re- 
newal of leases. The Colorado Railroad Co. is a subsidiary of the 
applicant, and its lines have always been operated as a part of ap- 
plicant’s system. 

Finance No. 7805. Jacksonville, Gainesville & Gulf Railway asks 
authority to abandon that portion of its line between North Gaines- 
ville and Sampson City, Fla., approximately 18 miles. 

Finance No. 7806. Chicago, Burlington & Quincy Railroad Co. 
asks authority to acquire control under lease of railroad spur tracks 
in Scottsbluff, Morrill and Sioux counties, Neb., owned by the North 
Platte Valley Railway Co., the stock of which is owned by applicant. 
Spurs were built to transport sugar beets from the beet fields to 
the factories of the Great Western Sugar Co., and have been op- 
— by applicant, which now proposes to operate them as branch 
ines. 

Finance No. 7807. Chicago, Burlington & Quincy Railroad Co. 
asks authority hereafter to operate the spurs referred to in preceding 
application and part of a spur constructed for its own account, 4 
branch lines in interstate commerce. 


TEXAS-PACIFIC BRIDGE OPENS TO TRAFFIC 


Traffic over the new $2,000,000 Texas and Pacific railroad 
bridge across the Atchafalaya, at Melville, will begin by the 
first of September, it is announced. Revised passenger sched- 
ules will go into effect with the opening of the bridge. A dis 
tinct shortening of time between New Orleans and Alexandria, 
La., and points west and north of that city will be effected, a 
a result. Construction of the bridge took two years. In the 
new structure the floor is several feet higher than in the old 
and the approach embankments on either side for a distance of 
several miles were raised to a new grade. The main line be- 
tween Livonia and Bunkie will be reopened, shortening the 
distance between New Orleans and Alexandria seventeen miles. 
Both passenger and freight schedules will be tightened uD. 
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Proposed Reports in I. C. C. Cases 





CONTAINER SERVICE AND RATES 


Container service, subject to rates which are proper and 
ywful, in the opinion of Examiner Harry C. Ames, expressed 
, a proposed report in No, 21723, the Commission’s container 
wrriee investigation, and I. and S. No. 3198, merchandise in 
yee] shipping containers between St. Louis, Mo., and western 
and southwestern points, is in the public interest, to a limited 
stent. But the rates in existence and those proposed, in his 
‘ew, are not only unlawful but improvident because out of 
igrmony With section 15a. 

Ames found that the railroads made a sacrifice of 50 per 
ent of the revenue they would otherwise have received had the 
shipments been made in regular less-than-carload service and 
that only 15 per cent of the sacrifice went to the owners of the 
ods, or, as he called them, the real shippers. The rest of the 
noney went to the forwarding company which had solicited the 
geight, collected it, brought the container loaded with the freight 
io the railroad, loaded it upon the car and then distributed it at 
jestinations to the various consignees. In addition, the forward- 
ing company made out the necessary inside billing and collected 
the freight money from the shippers. 


Forwarding Company’s Service 


“The forwarding company not-only performs a concentra- 
tin service at origin,” says the report,’ but a dissemination 
grvice at destination.” 

The fact that neither the Commission nor the railroads had 
control over the forwarding agent, that that agent could dis- 
criminate in charges as between shippers employing it to save 
them from the payment of the full less-than-carload rates, was 
one of the points upon which the examiner touched several times 
in his report. He recognized the fact that the Commission in 
California Commercial Association vs. Wells Fargo & Co., 14 
LC. C. 422, and the courts had held that a forwarding agent 
was a shipper and that ownership of the goods tendered for 
transportation could not be made the test of the carrier’s duty 
to transport, but called attention to the fact brought out in the 
testimony showing that the Universal Car Loading & Distribut- 
ing Company made varying rates to its clients, apparently de- 
pending upon the strength of the competition it desired to meet, 
coming from trap-car service, steamship lines and other forms 
of transportation. 

“Its reductions to the shipper, generally speaking,’ says 
Ames, “are based upon varying percentages of the class rates, 
beginning with 10 per cent on first class, and scaling down to 
{per cent on fourth class.” 

Ames called attention to the fact that while the New York 
Central established the container service in 1921, furnishing con- 
lainers and container cars made under the patents taken out 
ly A. H. Smith, its president, and now owned by the L. C. L. 
Corporation, the traffic handled in containers grew slowly until 
the Universal began using the container service for freight col- 
lected by it from various shippers to whom and their customers 
it rendered store-door pick-up and delivery service. In 1928, 
vhen the Universal began using the container service and estab- 
lishing pick-up and delivery service in many cities, the New 
York Central’s container serevice increased more than 220 per 
cent, whereas the increase in earlier years was only about 12 
per cent. He also gave recognition to the fact that the Com- 
mission, in the Wells Fargo & Co. case, knew that recognizing 
a forwarding company as a shipper meant the possibility of 
discrimination between shippers, yet refused to allow the owner- 
‘hip of goods to be made the test of a carrier’s duty to trans- 
port. The carloading company witness, he said, frankly said that 
is company, on account of the varying conditions of competi- 
lon, Was unable to maintain a rigid basis of rates. 


Container Challenge to Truck 

_ Container service, Ames said, was really a challenge to the 
chief talking point of trucking service, that is, that intermediate 
ae handling at each end of the haul was eliminated. He 
‘ao it had some of the aspects of store-door receipt and 
to rn In substance, he said, the objections to it, went wholly 
at} € effect of it on the rate structure, presenting the anomaly 

ow rates for short hauls and high rates for long hauls. 
he 1S remedy for that, proposed for adoption by the Commis- 
me Angee that third class rates should be applied on the net 
wali the container content subject to the proviso that in no 
oe shall the container rate be lower than the contemporaneous 

0ad rate on any commodity in the container, the inclusion 
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of such commodities in mixed container shipments to control 
the rates on the entire mixture. In other words, to make the 
rate on the highest rated commodity in the mixture fix the rate 
for the entire mixture. 

The title case is an investigation begun by the Commission 
on its own motion. The suspension case was caused by the 
filing of tariffs by the Missouri Pacific proposing to initiate 
container service between St. Louis, Mo., and points in the west 
and southwest; and by the New York Central and some of its 
subsidiaries, and the Lehigh Valley, to extend service, via des- 
ignated connections, to the principal points in central territory. 
Objection to the creation of the service in the southwest and 
its extension in central territory were made by other railroads 
and some commercial interests in the west and southwest which 
thought they would be adversely affected by the initiation of 
the service. 

In the course of the long report Ames pointed out wherein 
the rates would subject the carriers to attack certainly under 
the first three sections of the act and under the fourth section 
by shippers at small stations where the traffic possibilities would 
not be great enough to warrant the establishment of container 
service. In summing up and making his recommendations, the 
examiner said: 


Summary of Case 


“In the preceding pages the case for and against the con- 
tainer has been discussed at length. It has been seen that the 
principal advantages claimed for it from the carrier standpoint 
are its possible answer to motor-truck competition, its expe- 
dited service in effecting what amounts to store-door receipt 
and delivery, its demonstrated ability to cut down expense in 
handling less-than-carload traffic, its virtual elimination of loss 
and damage claims, and the increased car loadings which have 
resulted from it. On the shippers’ side its advantages are: 
Savings in packing costs, expedition in service, elimination of 
loss and damage claims,.the opportunity to ship and receive in 
smaller units which is responsive to present-day practices of 
maintaining inventories at a minimum, and savings in freight 
rates. 

“The predominating objection to container service is the 
rate structure which accompanies it. It is true that certain 
operating witnesses doubted the wisdom of expending money 
for a new type of equipment in view of the fact that the present 
box-car equipment is more than sufficient to meet existing de- 
mands. It is true that certain localities are fearful that con- 
tainer service might hurt their chances of competing against 
larger cities which have more tonnage available for container 
movement. It is also true that many interests opposing the 
service are fearful of the power it places in the hands of the 
forwarding companies. But the rates are the vital objection, 
none the less. 

“Upon careful consideration of all the evidence and the - 
briefs and arguments in support thereof three propositions 
stand out. They are: 


(1) That subject to certain suggestions container service as now 
operated and as proposed to be extended in eastern territory is desir- 
able in the public interest, except 

(2) That the rate structure applicable to it is wrong in principle 
and unlawful, and 

(3) That the present conditions in western territory do not warrant 
the establishment of the service at this time. 


These propositions will be briefly discussed seriatim. 

(1) and (2). There is no question that the container is a 
splendid piece of equipment. The one item of elimination of 
loss-and-damage claims on the traffic handled would recom- 
mend it. In the entire history of its operation, seven years on 
the New York Central, over one year on the Lehigh Valley, and 
about eight months on the Pennsylvania, computed as at the 
time of the hearings, not a single claim for loss and damage 
on container traffic had been presented. In Pneumatic Scales 
Corporation vs. A. & R. R. R., 57 I. C. C. 308, 309, the Com- 
mission said: 

We have had occasion to comment in other proceedings upon 
the waste brought about by loss and damage in transit, and the 
seriousness of this problem is increasing rather than diminishing. 


Anything that can be done to reduce such loss and damage is mani- 
festly in the interest of carriers and public alike. 


“In addition, the container has the advantage of saving 
much to the carriers in the way of billing costs and platform 
expense, and does much to relieve existing freight houses from 
actual or threatened congestion. 


In respect of motor-truck 
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competition the record shows that the container has recaptured 
some traffic. But it does not show that serious truck competi- 
tion exists in respect of all the movements proposed to be cov- 
ered by the rates. As stated, witnesses for several large ship- 
pers testified that they would use containers even though they 
had to pay the regular less-than-carload rates. 


Advantages to Shippers 


“They indicated that the advantages accruing to them 
through elimination of packing, expedition in service, and the 
knowledge that their shipments would arrive at destination 
assembled in one lot put container service at a premium. But 
with all of these advantages and all of this demonstrated su- 
periority as a piece of railroad equipment, question immedi- 
ately arises: Why should not the container sell itself to the 
shipping public without such substantial reductions in the 
rates? It may have been necessary, in the introduction of this 
service, to make radical concessions, but with seven years’ 
experience behind it over one of the largest carriers in the 
country and with the publicity which has resulted from this 
investigation the wisdom of too much sacrifice in revenue may 
well be doubted. The container has merit as a facility of car- 
riage. The better plan is to let that merit be the urge to its 
use. If it fails of that purpose then the container should fail. 
To let it prove its worth only by virtue of an unnecessary sac- 
rifice of revenue is to disavow its mechanical merit instead of 
allowing the shippers to buy and pay for it. The fact that 
shippers who obtain substantial rate reductions use it or desire 
to use it proves nothing. Its desirability as an agency of trans- 
portation will be proved only if and when it is chosen over 
other facilities on a fairly comparable basis of rates. It is 
clearly anomalous to insist that container service offers so 
many operating and shipping advantages and then to insist 
with equal force that it can not be established or operated ex- 
cept at a sheer sacrifice of revenue. The great majority of 
shippers who are using containers do so through the medium 
of a forwarding company to which they pay charges ranging 
only from four per cent to 10 per cent under class rates up to 
first class. Granting that the majority of shippers could not 
use containers without resort to some agency of consolidation, 
it should not be necessary in order to encourage participation 
of such an agency to make revenue reductions which directly 
and in their relation to other rates constitute a menace to the 
entire rate structure. Clear and unbiased thinking points to 
the desirability and efficiency of the service. The same sort 
of thinking is repelled by any suggestion that it should be es- 
tablished on what is certain to be a dangerous level of rates. 

“The rates now applicable to containers, and as proposed 
to be applied on the service as extended, are not only unlaw- 
ful but improvident. One of the carriers operating containers 
tacitly concedes the latter condition. The preceding pages con- 
tain enough comparisons to show that the carriers in their 
zeal to encourage container movement have reduced their rates 
much more than is necessary in order profitably to meet the 
competition which they offer as justification. It is also shown 
that these rates will disrupt long-standing relationships to an 
alarming degree. If all freight rates were to be simultaneously 
adjusted under the same principle it would be quite different. 
But all rates are not to be so readjusted. On the contrary, it 
is proposed to engraft this structure of container rates upon 
the general structure, leaving the latter fully operative on traffic 
other than that moved in containers. Competitive conditions 
will thus be disturbed. At present, the less-than-carload ship- 
per has competed with the larger carload shipper under known 
conditions which recognize two rate standards, the carload and 
the less-than-carload. Substituted for this will be the uncer- 
tainty of competition with rates which change 13 times for 
weights ranging from 4,000 to 10,000 pounds and which are in 
many instances lower than the present carload rates. The re- 
lationships now existing as between short-haul and long-haul 
competitors will be materially aggravated as against the latter. 


New Base of Rates Cause of Complaints 


“The carriers and this commission will be beset with com- 
plaints comparing the old bases with the new. If some of these 
thoughts are prophetic they are certainly borne out by the 
history of rate litigation before this commission. As to vari- 
ous commodities this commission has prescribed carload rates 
on commodities clearly adapted to containers which are much 
higher than container rates and subject to higher minima. One 
illustration will suffice: Prior to 1925 cigars had been rated 
first class, any quantity, in southern, western and official class- 
ifications. In Tobacco Merchants Asso. vs. P. R. R. Co., 98 
I. Cc. C. 319, an association numbering more than 1,400 mar- 
keters of cigars attacked this rating as applied to carload lots 
and made the following representations: 


That there is now no inducement to ship in carloads, except 
when there are commodity rates; that under a carload rate the car- 
riers would save the cost of loading and unloading and greatly re- 
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duce the cost of receiving and delivering, and pilferage woug b 
lessened; * * * that as packed for shipment * * * cigars (weigh, 
about 19 pounds (per cubic foot * * *; and that in recent years eh) 
manufacture of cigars * * * has become centered in a few pose 
cities, thus making possible carload movements to the leading jobbine 
points under suitable rates, (Parentheses mine.) ng 


“The ‘suitable’ rates sought were third class, minimum 94. 
000 pounds. The reasonable rates prescribed were second class 
minimum 30,000 pounds. On basis of the weight density show, 
cigars would load as much as 8,332 pounds per container and 
on that loading the container rates proposed in eastern territory 
would be lower than sixth class for distances up to 250 Miles 
and would never be as high as third class for the longest hay 
to be covered. Thus, the carriers have voluntarily establigheg 
rates for 8,500 pounds which for hauls of 250 miles or legs are 
lower than the lowest class rate on a commodity on which 
this commission fixed second class with a minimum of 30,099 
pounds subject to rule 34 which would make it as high as 60,- 
000 pounds. Upon what basis or principle could the carriers or 
this commission decline similar rates on carload lots? 

“It must be borne in mind that the heavy billing costs 
which the container makes it possible greatly to reduce, can 
not be saved unless there is a flat rate on the container cop. 
tent. It should also be borne in mind that in order to avoid 
discrimination the container rates should be the same in cents 
per 100 pounds for the minimum and maximum loadings, 
Lastly, the container rates should in no instance be permitted 
to reduce the present carload rates on any commodity adapt- 
able to container movements. The basis herein recommended 
conforms to these standards. There is ample justification for 
some reduction in the less-than-carload rates which would oth- 
erwise apply on commodities transported in containers. We 
have seen, based on actual experience of the Pennsylvania op- 
eration, that the percentages of freight rated second class or 
higher, which moves in containers, range from 44.5 to 87.4 and 
average 71 per cent. It would seem, under all circumstances, 
that third-class rates, subject to the exception contained in the 
recommended conclusion, would be reasonable for this traffic. 


Interchange of Containers 


“There is one other circumstance in connection with con- 
tainer service which the carriers should give serious considera- 
tion. That is, the matter of interchange in respect of move- 
ments over two or more lines. As pointed out, the New York 
Central and certain of its subsidiaries and the Lehigh Valley 
now use the L. C. L. container which loads six to a gondola 
car. The Baltimore & Ohio has entered into a contract for the 
use of that container if and when it establishes container serv- 
ice. That container is also to be used by connections of the 
New York Central and Lehigh Valley in the proposed extension 
of service to central territory. On the other hand, the Penn- 
sylvania now uses and purposes continued use of the Keystone 
container which loads five to a flat car. The two types are not 
interchangeable. The Pennsylvania is endeavoring to promote 
a container company to be owned by the railroads using the 
container. The L. C. L. Co. is a noncarrier owned corporation. 
Negotiations between the Pennsylvania and the L. C. L. cor- 
poration designed to have the Pennsylvania withdraw from the 
field of container production were without success. It seems 
perfectly clear that container operation should not attempt to 
go forward unless and until something is done to bring about 
uniformity and interchangeability of containers. To do other 
wise is to shoulder the service with an operating handicap 
which is unfair and burdensome to it. ae 

“(3). Based upon the evidence in these proceedings it Is 
clear that conditions in western territory, as herein defined, do 
not warrant the establishment of container service. The out: 
look in respect of the balance of empty to loaded movement is 
decidedly unfavorable and manufacturing and trade conditions 
do not indicate a need for or an adaptability to the service. 
The proposed rates of the Missouri Pacific could not be sane: 
tioned in any event and it would be necessary to find its pro 
posed schedules not justified. The better plan would be to try 
out the service in the east on the basis herein proposed. If it 
is successful and a real need arises for it in the west it cal 
then be established. The service should in no event be extended 
beyond Chicago and St. Louis and, by reason of competitive 
conditions encountered in the movement between those points, 
should not at present be established for that movement. 


Recommended Conclusions 
The Commission should find: 


(1) That container service for the interstate transportation < 
less-than-carload or merchandise freight, subject to rates W 
are proper and lawful, is desirable in the public interest. York 

(2) That the present interstate rates published by the New ates 
Central, Lehigh Valley and Pennsylvania, and the interstate ain 
proposed to be established by the two lines first named and wate 
of their connections, are and would be unreasonable and pgm on 
in violation of section 1, unjustly discrimintory in violation of a 
2, are plainly open to attack under section 3, and are not and W 
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not be in harmony with the provisions of section 15a of the inter- 
state. commerce act. 

(3) That the proposed interstate rates of respondent, Missouri 
pacific, would be unreasonable and unlawful in violation of section 


1 unjustly discriminatory in violation of section 2, and would not 
be in harmony with the provisions of section 15a of the interstate 


commerce act. , ‘ , 
(4) That the tariffs of the eastern respondents in which they are 


posing to extend container service throughout central territory 
and the tariff of the Missouri Pacific proposing to establish con- 
tainer service in western territory, as herein defined, are not justified 
and will be required to be canceled. 

5) That the findings as to the proposed tariffs of the eastern 
respondents are without prejudice to the establishment of container 
service in the territory hereinbefore indicated, subject to third-class 
rates on the net weight of the container content and subject to the 
further proviso that in no event shall the container rate be lower 
than the contemporaneous carload rate on any commodity loaded 
in the container, the inclusion of such commodities in mixed con- 
tainer Shipments to control the rates on the entire mixture. The 
Commission should prescribe this basis as maximum and minimum. 


FOURTH SECTION ON CEMENT 


Application of the clauses of the fourth section in such a 
way as to break up cement groups, according to the views of 
the railroads, in trunk line and central territory, has been rec- 
ommended by Examiner C. K. Glover, in a proposed report on 
fourth section application No. 13425, cement in trunk line ter- 
ritory. The application was filed by W. S. Curlett, B. T. Jones 
and Frank Van Ummersen, for, in substance, the continuance 
of rates Which became effective February 1, 1929. 

Glover recommends the application of the equidistant clause 
in the manner prescribed by the Commission in Commodity 
Rates on Lumber and Other Forest Products, 151 I. C. C. 763. 
That case, Glover said, had been reopened for further argu- 
ment on the question of the application of the equidistant 
cause to group rates. 

The rates involved, the examiner said, generally speaking, 
were based on distance, in accordance with the scale prescribed 
in Atlas Portland Cement Co. vs. Burlington, 81 I. C. C. 1, for 
application from Hannibal and St. Louis, Mo., and Buffington, 
Ind, to points in Illinos, and from Hannibal to destinations in 
Indiana The rates made in accordance with that scale, in- 
volved in this application, apply from Northampton, Pa., and 
other points in the Lehigh district to western termini of trunk 
line territory and points intermediate thereto and to destina- 
tions in the 60 per cent group of central territory. The scale 
prescribed in the Atlas case has spread over central territory. 
To other points in trunk line territory, with exceptions, the 
basis is 114 per cent of the Atlas scale. Distances were calcu- 
lated over the shortest possible routes. embracing a specified 
number of lines, from and to common, junction and basing 
points, which rates were extended to contiguous points, thereby 
creating groups. That-method was approved in Iola Cement 
Mills Traffic Association vs. A. W., 87 I. C. C. 451, Glover said. 

Fourth section relief was authorized by order No. 9838, 
entered June 9, 1928, and extended, from time to time, pending 
the disposition of the instant application. 


For the most part, Glover said, departures were due to the 
fact that the routes over which the traffic moved operated 
through higher-rated groups from and to lower-rated groups. 
In some instances, he said, the rates did not apply over the 
routes used for computing distances. In such instances, he 
roo departures existed and still exist over the shortest tariff 
routes. 


Applicants sought relief, the examiner said, over the short- 
est tariff routes as well as over the longer routes without lim- 
itation of circuity or prescription of the equidistant clause. 
They based their request for relief, he said, upon the alleged 
a in the public interest, of preserving the existing 

ps. 

Producers of cement represented at the hearing, the ex- 
aminer said, favored a continuance of the group adjustment on 
account of the highly competitive conditions existing among 
the mills by reason of their having common conditions of labor, 
manufacture, production and sale and their desire and deter- 
mination to reach the same markets. The producers asserted 
that it was advantageous both to producers and consumers that 
all producing points in the Lehigh district took the same rate. 

The railroads asserted that the adjustment described could 
be maintained only if the desired relief were granted. They 
declared that its disruption would result in a rate system which 
would bear little relation to a mileage adjustment and would 
Violate, instead of conform with, the provisions of the first 
three sections of the interstate commerce act. They contended 
that inasmuch as the application was not based upon circuity, 
‘ompliance with the equidistant provision needed not and should 
hot be required. 

Neither the arguments nor the facts persuaded Glover that 
the relief requested was warranted by the law. He said no basis 
appeared for grant of relief to the shortest tariff routes. A 
flndamental principle, generaly recognized in fourth section 


pr 
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proceedings, he said, was that in order to be entitled to relief 
from the long and short haul part of the fourth section, the 
petitioners had to show that the rates they desired to main- 
tain at the more distant points were compelled rates and lower 
than reasonable for application over their routes. Such a 
showing, Glover said, had not been made. 

The remaining departures, he said, were on circuitous 
routes and that in so far as the rates were grouped, the situa- 
tion was similar to that considered in Commodity Rates on 
Lumber and Other Forest Products, supra. In disposing of the 
case, he said: 


It is recommended that the carriers parties to this application 
be authorized to establish and maintain rates on cement, in carloads, 
from and to the points herein considered, the same as the rates 
contemporaneously in effect over direct routes operating from and 
to the same points, and to maintain higher rates at intermediate 
points, subject to the limitations set forth below: (1) that the rates 
from, to, and between said intermediate points shall not exceed rates 
constructed on the basis set forth in the application and shall in no 
case exceed the lowest combination of rates subject to the act; (2) 
that the relief herein authorized shall not include intermediate 
points as to which the haul of the applicants’ line or route is not 
longer than the short line or youte between competitive points; and 
(3) that the relief herein authorized shall not apply to routes that 
are longer than direct lines or routes of the length shown in column 
A by more than the amounts shown opposite in column B. 

Column A Column B 
Miles 
150 and under 
210 and over 150 
1000 and over 210 


PRAIRIE RULE ON IRON, ETC. 


Methods for applying the reparation rule laid down in 
Prairie Pipe Line Co. vs. A. W., 132 I. C. C. 56, and 146 I. C. C. 
149, in cases in which the rates on wrought iron pipe, steel 
tanks and other oil well necessities were made by combination 
on southwestern gateways and for matching up the eastern 
factors with the southwestern factors prescribed in the south- 
western revision for the making of new rates, have been pro- 
posed by Examiner R. G. Taylor in reports in six groups of 
cases. All but one of the groups, each covered by a separate 
report, was upon further hearing either after final or proposed 
reports. 

Factors east of the southwestern gateways, where involved, 
generally speaking, were found not unreasonable or otherwise 
unlawful. That is to say, the Prairie Pipe Line rule for cal- 
culating reparation, at some point between the highest and 
lowest reasonable rates, not represented by any past or present 
rate, was not extended to cover past transportation east of the 
gateways. Efforts to persuade the examiner to recommend 
changes in the Prairie Pipe Line rule failed. Twenty-five per 
cent circuity tolerance was recommended where there was neces- 
sity for the application of the circuity rule in determining the 
routes that it was reasonable for the carriers to use in the 
transportation of freight on which reparation is to be made. 

In the course of his discussion of each of the six groups 
it was necessary for Examiner Taylor to make use of Memphis- 
Southwestern Investigation, 77 I. C. C. 473, the pioneer in the 
present era of the revision of southwestern rates; Sinclair Crude 
Oil Co. vs. Santa Fe, 126 I. C. C. 73, in which the Commission 
dealt with rates on iron and steel tank material in comparison 
with rates on wrought iron pipe; Magnolia Petroleum Co. vs. 
Rock Island et al., 151 I. C. C. 795, in which the circuity formula 
laid down in the Prairie Pipe Line case was modified; Consoli- 
dated Southwestern Cases, 123 I. C. C. 203, the most recent of 
southwestern revisions; Oklahoma Traffic Association vs. Santa 
Fe et al., 29 I. C. C. 129, and Iron and Steel Cases, 36 I. C. C. 86, 
in which the Commission dealt with rates on iron and steel 
before the Memphis-Southwestern Revision was disposed of; 
Parkersburg Rig & Reel Co. vs. B. & O., 63 I. C. C. 363, in which 
transit on iron and steel was extended to theretofore excepted 
points; Iron and Steel Articles, 155 I. C. C. 517, in which the 
Commission dealt with commodity descriptions on tank ma- 
terials; and Missouri Portland Cement Co. vs. Missouri Pacific, 
88 I. C. C. 492, as having direct bearing on the issues, namely, 
new rates for the future and reparation. 

The entirely new group of cases treated by Examiner Tay- 
lor was composed of No. 18154, Standard Pipe Line Co., Inc., 
vs. Texas & Pacific et al. With that title case was joined two 
sub-numbers, Standard Oil Co. of Louisiana vs. T. & P. et al.; 
S. Bender Iron & Supply Co. et al. vs. B. & O., and No. 20460, 
Same vs. Same. 

In that group of cases Taylor said the Commission should 
find not unreasonable or otherwise unlawful the factors of rates 
assailed on wrought iron pipe from points in Pennsylvania, 
West Virginia, Ohio, Illinois, Missouri and Tennessee to St. 
Louis, Mé., or other southwestern gateways, on traffic to Arkan- 
sas and Louisiana destinations. But as to factors on the traffic 
mentioned, from St. Louis and other gateways, he said they 
should be found unreasonable in instances in which they ex- 


70 per cent 
105 miles 
50 per cent 
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ceeded, on shipments coming within section (a) of the 25 per 
cent circuity tolerance rule hereinbefore mentioned, 29 per cent 
of the southwestern scale first class rates and differentials 
wherever applicable, or the specific first class rates between 
St. Louis or other southwestern gat@way and southwestern 
groups and differentials, wherever applicable, whichever makes 
less; and on shipments coming within section (b) of that cir- 
cuity rule to the extent the rates exceeded or might exceed 29 
per cent of the first class rate under the southwestern scale. 
Reparation was recommended. 

In this group of cases Examiner Taylor said that many of 
the defendants’ exhibits appeared to have.been prepared having 
in mind the Commission’s decision in the Prairie Pipe Line Co. 
case in which the Commission found, among other things, that 
the rates charged on shipments moving wholly within south- 
western territory were unreasonable to the extent they exceeded 
35 and 38 per cent for single-line and joint-line hauls, respec- 
tively, of the southwestern distance scale of first class rates 
prescribed in the southwestern revision. 

“If the same percentage figures were used in the instant 
cases,” said Taylor, “none of the rates assailed: could be said 
to be unreasonable. Obviously the situation intraterritorially 
within southwestern territory cannot arbitrarily be used as a 
measure for interterritorial rates. Among the many reasons 
why this cannot be done it should be sufficient to point out that 
while the rates for joint-line hauls within the southwestern ter- 
ritory have quite generally been constructed by adding to the 
single-line rates fixed arbitraries, this practice has not been 
resorted to on rates applied interterritorially.” 

The fundamental question in the cases was the quality of 
the iron and steel rate structure as it was affected by the South- 
western Revision. In No. 17212, Parkersburg Rig & Reel Co. 
vs. Santa Fe et al., which also covered No. 18697, Same vs. 
Same, Examiner Taylor said that possibly the key rate for the 
whole iron and steel structure from eastern defined territories 
to the southwest was the rate of 73 cents from St. Louis to 
Texas common points, to which specific arbitraries were added 
for ascertaining the through rate. The carriers did not wish 
to observe that 73-cent rate as the foundation, alleging that it 
had resulted from competitive conditions. They preferred the 
higher basis of rates, without modification, prescribed in the 
Southwestern Revision as the factors for the interritorial rates. 

Specifically the examiner in this group said the Commission 
should find not unreasonable or otherwise unlawful the factors 
of the through rates on iron and steel articles from New Phila- 
delphia, O., and Pittsburgh, Pa., groups, and from Bethlehem, 
Coatesville, and Harrisburg, Pa., to the southwestern gateways 
on traffic to destinations in Kansas, Arkansas, Louisiana, Okla- 
homa and Texas, fabricated in transit at Parkersburg, W. Va. 
Factors west of the gateways to destinations in Kansas, Arkan- 
sas, Louisiana, Oklahoma and Texas from the points of origin 
mentioned in the preceding sentence, the examiner said, should 
be found unreasonable in instances coming within section (a) 
of the circuity tolerance rule to the extent they exceeded or 
might exceed 35 per cent of the southwestern scale first class 
rates and differentials, wherever applicable, or the specific first 
class rates between southwestern gateways and southwestern 
destination group and differentials, wherever applicable, which- 
ever made less; and on shipments coming within the provision 
of section (b) of the circuity tolerance rule that the rates as- 
sailed were and would be unreasonable in those instances in 
which they exceeded or might exceed 35 per cent of first class 
in the southwestern scale. He recommended reparation. 

In No. 16723, United Iron Works vs. Santa Fe et al., Ex- 
aminer Taylor said the Commission should find the factors east 
of the gateways or Kansas City on iron and steel tanks, knocked 
down, iron and steel tank material and specified iron and steel 
articles from eastern defined territories not unreasonable or 
otherwise unlawful. As to factors on the commodities men- 
tioned west of the gateways, he said they should be found un- 
reasonable in certain instances, within the limitations of the 
two sections of the circuity tolerance rule to the extent that 
they exceeded or might exceed 35 per cent of first class in 
the southwestern scale plus differentials where applicable, and 
35 per cent without differentials, whichever made lower, as in 
the preceding case. He recommended that finding to govern 
in the making of rates for the future. He recommended rep- 
aration in accordance with the rule in the Prairie case to the 
basis of 35 and 38 per cent first class for single and joint line 
hauls. This report also embraces No. 17580, W. C. Norris vs. 
A. C. & Y. et al.; No. 17594, United Iron Works vs. A. G. S. 
et al.; No. 17683, Butler Manufacturing Co. vs. Same; No. 17719, 
Black Steel & Wire Co. vs. Santa Fe et al.; No. 17823, Kansas 
City Structural Steel Co. vs. A. & V. et al.; No. 14993, Wichita 
Board of Commerce et al. vs. Santa Fe et al.; No. 18970, Per- 
fection Metal Products Co. et al. vs. A. & V., and three sub-num- 
bers thereunder; Black, Sivalls & Bryson, Inc., vs. A. & V. 
et al.; Same vs. A. & S., and Same vs. Alton & Eastern et al.; 
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No. 18422, Concrete Engineering Co. vs. Sdnta Fe e 
No. 21248, Nichols Wire, Sheet & Hardware Co. vs. A. Gg et 
Examiner Taylor, in No. 14404, Atlas Metal Works et . 
vs. A. C. & Y. et al., on further hearing, discussed the reas . 
for the use of the rule of reparation laid down in the Pras 
case. He said the records in the instant cases, a number being 
joined with the title case, did not establish that the rates ~ 
scribed for future application on these commodities in nd 
Southwestern Revision were or would be unreasonable or other. 
wise unlawful. He said that without question such rates " 
sulted in many increases as well as many reductions. Under 
the general principle, he said, reparation should not be awarded 
following a general readjustment except in those instances 
where special circumstances such as the assessment of Charges 
that would be unreasonable under any adjustment were present 
He said that that principle was discussed at length in the 
Prairie case and that there was no necessity for repetition here 
He said that it would be impracticable to weigh each individual 
rate in a case involving so many rates and so many points of 
origin and destination, but that experience had shown that in 
such instances recourse might be had to the Commission’s aq. 
ministrative judgment. He said the evidence was voluminoys 
and in some respects conflicting, but that when the conflicts 
were resolved maximum reasonable rates on the commodities 
considered in this group of cases except those on pull rods and 
sucker rods would be the column 35 rates of the Southwesterp 
Revision for the general iron and steel list and column 29 oy 
wrought iron and steel pipe and pipe fittings in accordance with 
the provisions of the circuity tolerance rule hereinbefore mep. 
tioned. He said that the Commission should find the rates op 
two sorts of rods mentioned were not unreasonable or otherwise 


t al.; and 


“unlawful. 


This group of cases, former reports 100 I. C. C. 173, and 
115 I. C. C. 327, involved the rates on iron and steel articles 
from eastern defined territoriés to Dallas, Fort Worth and Har. 
rys, Tex., wrought iron and steel pipe and pipe fittings from 
eastern defined territories, Kentucky and Alabama, to the south. 
west. 

As in other cases, Taylor said that the factors east of the 
gateways were not unreasonable except, in part, in the former 
report, 100 I. C. C. 178, relating to iron and steel, and wrought 
iron and steel pipe and fittings. The exceptions were recon- 
mended in the prior report so as to permit the application of 
the principle enunciated in the Prairie case. 

This report also embraces No. 15674, Nash Hardware (Co. 
vs. Rock Island et al; No. 17126, Marion Machine, Foundry & 
Supply Co. vs. Cleveland, Cincinnati, Chicago & St. Louis et al.; 
No. 17126 (Sub. No. 1), Same vs. Abilene & Southern et al, 
No. 17638, Moncrief-Lenoir Manufacturing Co. et al. vs. Abilene 
& Southern et al.; No. 17638 (Sub. No. 1), Nash Hardware Co. 
vs. Santa Fe et al.; No. 17711, Wyatt Metal & Boiler Works 
vs. Baltimore & Ohio et al.; No. 17711 (Sub. No. 1), Same vs. 
Cleveland, Cincinnati, Chicago & St. Louis et al.; No. 17912, 
Wisconsin Steel Co. vs. Chicago & Alton et al.; No. 18374, Wyatt 
Metal & Boiler Works vs. Delaware, Lackawanna & Western. 

In the further hearing in No. 16451, Sinclair Crude Oil Pur- 
chasing Co. vs. Santa Fe et al., and the cases joined with it, 
Examiner Taylor recommended a modification of the former 
report, 126 I. C. C. 73, finding rates on iron and steel tank ma- 
terial from points in Pennsylvania, Ohio, Illinois, Indiana and 
from Kansas City, Kan., to destinations in Kansas, Oklahoma 
and Texas unreasonable and prescribing a reasonable basis for 
rates for the future. He recommended reparation. 

He recommended a finding of inapplicability of the rates o0 
derrick parts, carloads, from Neville Island, Pa., and Parkers- 
burg, W. Va., to destinations in Kansas, Oklahoma, Texas, Ar 
kansas and Louisiana. He said the Commission should direct 
the refund of overcharges. As in other cases herein treated, 
Taylor said the Commission should find not unreasonable 0 
otherwise unlawful factors of rates on iron and steel articles 
from eastern defined territories to southwestern gateways 0 
traffic intended for southwestern destinations. The findings 
recommended are similar to those made in other cases in these 
groups on like commodities, that is to say, certain percentages 
of a first class rate to be used in making rates for the future 
and other percentages to be used in making calculations for 
reparation. This report embraces three sub-numbers under the 
title complaint, Same vs. C. & A. et al.; Same vs. Santa Fe 
et al.; Same vs. Alton & Southern et al.; No. 15555, Same et al. 
vs. Chicago & Erie et ul.; No. 15621, Sinclair Crude Oil Pur- 
chasing Co. vs. Santa Fe et al., and two sub-numbers, Same 
et al. vs. Santa Fe; Same vs. C. & E. I. et al.; No. 16127, oe 
vs. Chicago & Alton et al.; No. 15157, Same vs. Santa Fe soap) 
No. 16103, Same vs. Burlington et al.; No. 15156, Sinclair > 
& Gas Co. vs. Penn. et al.; No. 16693, Same vs. Milwaukee et os 
No. 20297, Sinclair Crude Oil Purchasing Co. Vs. Rock Islan 
et al.; No. 16767, Lee C. Moore & Co. vs. Abilene & 7 
et al.; No. 18559, Carter Oil Co. vs. B. & O. et al.; No. 19784, 
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erican Tank Co. et al. vs. A. C. & Y. et al.; No. 17690, Okla- 
“ Natural Gas Co. et al. vs. Santa Fe et al.; No. 21453, 


bensdall Oil Co. vs. Burlington et al.; and No. 19798, Chicago 
gridge & Iron Works vs. Santa Fe et al. 
in the further hearing on No. 14760, Parkersburg Rig & 


Co. vs. Rock Island et al., the examiner said that the Com- 


ok should find not unreasonable or otherwise unlawful 
ihe factors of rates on oil-well supplies and rig iron from Park- 


asburg, W. Va., to St. Louis or other southwestern gateways 
on trafic to southwestern destinations. He said that the fac- 
iors of rates assailed on commodities mentioned from St. Louis 
or other southwestern gateways on traffic originating at Parkers- 
purg, W. Va., going to southwestern destinations should be 
found unreasonable in certain instances, new rates should be 
prescribed to destinations in Kansas and reparation awarded. 
prior reports in this group of cases are in 95 I. C. C. 181, 107 
.¢. C. 182, and 123 I. C. C. 79. The nature of the examiner’s 
recommendation is shown by his expression of opinion preceding 
the formal recommendation, in which he said: 

“When consideration has been given to the voluminous rec- 
ods and exhibits in these cases the conclusion seems inevitable 
that the rates assailed on oil-well supplies were unreasonable 
oly in those instances in which they exceeded 43 per cent of 
the specific first class (column 100) rates between St. Louis 
or other southwestern gateways and southwestern destination 
xoups, or of the southwestern distance scale of first class (col- 
umn 100) rates whichever makes less and that the rates on 
rig irons were unreasonable only in those instances in which 
they exceeded 3644 per cent, which is about 15 per cent lower 
than that found reasonable on oil-well supplies of the same 
frst class rates.” 

The examiner set forth the basis upon which, by group 
and route, rates are to be made to Kansas destinations. 

This report also embraces No. 14760 (Sub. No. 1), Same vs. 
Missouri Pacific et al.; No. 12056, Same vs. Director-General, 
as agent, B. & O. et al.; No. 13506, Same vs. St. Louis-San 
Francisco et al.; No. 14906, Same vs. Missouri, Kansas & Texas 
et al.; No. 14906 (Sub. No. 1), Same vs. Cisco & Northeastern 
et al; No. 16454, Same vs. Osage Railway et al.; No. 20305, 
Same vs. B. & O. et al.; No. 20601, Same vs. B. & O. et al.; 
and No. 21844, Same vs. B. & O. et al. 


DEPRECIATION ACCOUNTING 


In a proposed report in No. 14700, depreciation charges of 
tlephone companies and No. 15100, depreciation charges of 
steam railroad companies, on further hearing, Commissioner 
Eastman says that there seems to be no reason why the com- 
plete system of depreciation accounting for telephone companies, 
set forth in the prior report, 118 I. C. C. 295, should not become 
effective as of January 1, 1931. No definite recommendation 
as to time for making the system effective as to the steam 
railroads is made in the part of the report pertaining to them. 
Instead, he recommends a large number of changes in the sys- 
tem prescribed in the prior report. 

Further hearings in this matter were held in connection 
with Ex Parte 91, general revision of accounting rules for 
steam railroads (elsewhere in this issue). In that case the 
National Industrial Traffic League and others submitted plans 
for depreciation accounting looking to the adoption of methods 
that would call for cost accounting, adoption of which Com- 
nissioner Eastman said was not warranted. 


_ The telephone companies, Mr. Eastman said, made sugges- 

tons for minor changes in the system proposed for them by 

the Commission. However, the date for putting that system 

into effect was postponed along with the date in the system 

— for the steam railroads and the whole matter re- 
ned. 

At the further hearing, Mr. Eastman said, a representative 
of the Bureau of Internal Revenue appeared as a witness to 
describe the principles and methods of depreciation accounting 
approved by that part of the government for use by industries 
2 connection with the administration of the income tax law. 
The railroads also testified as to the obstacles they had en- 
‘ountered in trying to work out the findings in the prior report. 

'. Eastman said that so far as questions of law were con- 
‘ned there was no reason for any change in the prior dis- 
cision. The same, he said, might be said as to the statistical 
simmary, 
. Commissioner Eastman recommended a revision of finding 
mh Bone prior report and the changing of its number to 11. 
: t is the one change recommended by him which is expected 
en the greatest objection. Combined briefs and excep- 
bet are to be submitted not later than November 1. No reply 
. me Mr. Eastman said, would be received. The date for 
maa ents, he said, would be set as soon as possible after the 
a Pt of the briefs. The revised finding which is expected to 

Se the greatest discussion follows: 
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(11) We find that each carrier, both steam railroad and tele- 
phone, shall make an estimate, subject to check and revision by the 
Commission and as of the date when the system of depreciation ac- 
counting herein prescribed is made effective, of the accrued deprecia- 
tion in its property, such estimate to be broken down into com- 
ponent parts corresponding to such primary invéstment accounts under 
the respective classifications for steam railroad companies and tele- 
phone companies as include property hereinbefore found to be one 
ciable. Such accrued depreciation, to the extent that it is unprovided 
for by the then existing reserve, may, in the option of the carrier, be 
credited in whole or in part to the depreciation reserve and concur- 
rently charged to profit and loss. 


NO COST ACCOUNTING NOW 


Cost accounting has not been developed enough to warrant 
its introduction into the Commission’s accounting rules for steam 
railroads. That aid in the making of freight rates, therefore, 
is not in sight. However, enough has been done, in the opinion 
of Commissioner Eastman, to justify intensive study of the mat- 
ter by a special committee composed of representatives of the 
Commission, of the railroads, of the state commissions, the Na- 
tional Industrial Traffic League and of the Taylor Society, an 
organization of cost accountants, employed, possibly temporarily, 
by the Commission. 

The foregoing is the gist of a proposed report submitted 
by Commissioner Eastman in Ex Parte 91, general revision of 
accounting rules for steam railroads, a printed document of 
48 pages, which may be obtained from the superintendent of 
documents of the Government Printing Office for ten cents. This 
proceeding is an outgrowth of No. 14700, depreciatoin charges 
of telephone companies, and No. 15100, depreciation charges of 
steam railroad companies, elsewhere in this issue. The two 
things were so interrelated that hearings were held by Com- 
missioner Eastman and Special Examiner Bunten in which both 
proceedings were listed for treatment at the same time. 

Revision of the accounting rules, in so far as they related 
to depreciation charges of telephone and steam railroad com- 
panies, was undertaken in the usual way, that is, by menas 
of conferences between the carrier accounting officers and ac- 
counting officers of the Commission, without public hearings. 
That was the method used from the time of the first accounting 
rules adopted by the Commission, in 1888, to this time. 

The National Industrial Traffic League, however, in 1927, 
showed an interest in the matter on account of the possible, if 
not probable, bearing of depreciation upon the freight rate base. 
That organization presented J. W. Roberts as its witness, with 
suggestions for cost accounting that, according to Mr. Eastman, 
went far beyond the small attempt that had been made at cost 
accounting in the rules adopted and revised down to the present. 
Others showed an interest in the matter, wherefore it was de- 
cided that the old method of revision should be abandoned in 
favor of the method used in freight rate revisions. 

Commissioner Eastman said that his proposed report was 
prepared, in accordance with the understanding and arrange- 
ment reached at the hearing, without the aid of briefs from 
the parties. Combined briefs and exceptions, he said, might 
be filed on or before November 1. No reply briefs, he said, 
would be received. Announcement, Mr. Eastman said, would be 
made later in regard to the date of the oral argument, which 
he said would be as soon as possible after the briefs and excep- 
tions had been filed. 


As a background for his report Mr. Eastman outlined the 
extent to which attempts had been made at cost accounting in 
the figures the Commission had required the carriers to keep, 
together with what had been done by the railroads and state 
commissions, up to 1294, when the accounting officers of the 
railroads asked the Commission to make it optional with the 
railroads whether they made or did not make separation of 
freight and passenger expenses. The Commission denied that. 

The Commission’s bureau of statistics, after the Commis- 
sion had denied the move of the accounting officer, took up the 
study of a further separation between terminal and line ex- 
penses. A formula was developed for terminal cost studies 
and submitted to the American Railway Association for com- 
ment. It had no comment to make, but a committee of the 
Railway Accounting Officers’ Association made critical comment 
on the formula. 

The National Industrial Traffic League intervened in the 
matter and put forward the Roberts plan as an alternative for 
the less formidable formula proposed by the Commission’s ac- 
counting men. Commissioner Eastman called it the alternative 
plan. 

L. R. Bitney, chairman of the statistical committee of the 
National Association of Railroad and Utilities Commissioners, 
also submitted a plan. According to Commissioner Eastman, 
the Bitney plan was somewhat less comprehensive and am- 
bitious than the Roberts or alternative plan. Unlike the last 
mentioned, however, it could be superimposed upon either the 
present or the tentative revised accounting system. 

That tentative revised plan or system was the work of the 
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Commission’s force based on the present system. It was issued 
by the Commission some time before the hearings, with direc- 
tion to the telephone and steam railroad companies to show 
cause why it should ngt be put into effect. 

At the hearing the latest tentative draft of revised classifi- 
cations prepared by the Commission’s bureau of accounts was 
submitted as the definite proposal to be used as the target. 
Commissioner Eastman said the draft did not differ in general 
plan from the classifications heretofore prescribed. The intent, 
he said, was to simplify and clarify, so far as possible, and to 
introduce some new accounting features made necessary by 
the depreciation accounting contemplated in the companion 
proceeding, No. 15100, or for which the Commission’s experience, 
in other respects, had shown a clear need. 

The alternative or Roberts plan, Mr. Eastman said, provided 
for an elaborate segregation or allocation of receipts and ex- 
penses to particular services or operations. Such allocations 
or apportionments, Mr. Eastman said, were a distinguishing 
feature of cost accounting, and that from that point of view 
it might be and sometimes was called statistical accounting. 
On account of the Roberts and Bitney plans, cost accounting 
was the principal subject of discussion at the hearing and there- 
fore the principal theme in his report. He said proponents of 
the Roberts plan made no claim that it had been worked out 
in complete and final form and conceded that many questions 
remained to be considered before that could be done. He said 
that the proponents of neither the Roberts nor the Bitney plan 
were able to advocate their proposed methods of allocation 
with entire confidence. The Taylor Society, he said, made sug- 
gestions as to how a gradual approach to cost accounting might 
be made, which, to him, seemed very pertinent. In conclusion, 
he said: 


It is recommended, therefore, that the Commission find that it is 
not justified on this record in prescribing a system of continuous 
routine cost accounting, with accompanying statistical requirements; 
but that it has been shown that there is clear warrant and need for 
further intensive research into this subject and that it should be 
carried on under the auspices of the Commission. As an appropriate 
means of research, it is recommended that a special committee be 
selected by the Comission composed of representatives of the rail- 
roads, the state commissions, the National Industrial Traffic League, 
the Taylor Society, and our own staff. So far as compensation for 
the services of these men on this committee may be necessary, pro- 
vision can probably be made out of the Commission’s funds. Discus- 
sion of this matter on brief is invited, and also of the extent to which 
these organizations are willing to cooperate in such an inquiry. It 
might be desirable to have the men so selected relieved from other 
duties and made employes of the Commission, so that the committee 
might have béhind it all of our authority with respect to the procur- 
ing of information. This is a matter of detail which might also be 
discussed on brief. The instructions to the committee should be to 
conduct a thorough inquiry into the general subject of the best means 
of obtaining adequate information in regard to service costs, giving 
particular consideration to the practicability of a system of continu- 
ous routine cost accounting, and to report their conclusions, together 
with the reasons therefor, to the commission at as early a date as 
is consistent with adequate research. 


STONE INTO FLORIDA 


A revision of the rates on rough stone from points in Ten- 
nessee, Alabama and Georgia to Tampa and Ybor City, Fla., 
has been recommended by Examiner W. R. Brennan in No. 21896, 
Turner Marble & Granite Co. vs. Atlantic Coast Line et al., 
based on a finding of unreasonableness. 


The complaint in which the revision was recommended was 
joined with No. 19865, Turner Marble & Granite Co. vs. Atlantic 
Coast Line et al., on further hearing, as the title case. In the 
original report in No. 19865, the Commission, by division 3, 
in 147 I. C. C. 796, found that the rates charged on rough sawed 
marble, from points in Tennessee and Georgia to Tampa, Fla., 
were inapplicable and awarded reparation to the basis of a 
rate of 9 cents, proportional, from Jacksonville to Tampa. Bren- 
nan recommends that that finding be affirmed. The question 
was as to whether the stone shipped was building stone or 
just stone, the former sort taking a proportional of 13.5 cents. 
Brennan said nothing in the amplified record warranted any 
change in the finding. 

In the complaint upon which Brennan has recommended a 
revision for the future it was alleged that the rates charged on 
marble, granite and limestone, rough quarried, sawed, and/or 
sand rubbed, from points in Alabama, Georgia and Tennessee 
to Tampa and Ybor City, were unreasonable, unjustly discrimi- 
natory and unduly prejudicial, and unduly preferential of com- 
petitors of the complainant located at Jacksonville, Fla. 

Brennan said the Commission should find the rates unrea- 
sonable, but not otherwise unlawful, to the extent they exceeded. 
exceed or might exceed 27 cents from Knoxville, Tenn., and 
Rockwood, Ala.; 26.5 cents from Pinkmar, Tenn.; 24 cents from 
Tate and Nelson, Ga.; 23.5 cents from Gantt’s Quarry, Ala., 
and 23 cents from Marietta, Ga., to the two Florida points men- 
tioned as destinations. He said that reparation should be 
awarded. 
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PROPOSED REPORTS 


Mail Pay 

No. 9200, railway mail pay. In the matter of the applica. 
tions of the St. Johnsbury & Lake Champlain and the Mont. 
pelier & Wells River railroads. Attorney-Examiner Frank x 
Mullen. Recommends that the St. Johnsbury & Lake Champlain 
and the Montpelier & Wells be found not separately operateg 
within the meaning of the orders entered in Railway Mail Pay 
56 I. C. C. 1, and 144 I. C. C. 675. The railroads sought a finding 
that they were separately operated roads and that they should 
receive the rates of mail pay established in Railway Mail Pay 
56 I. C. C. 1, and 144 I. C. C. 675, for lines so designated. Mullen 
said it was clear the roads did not come within the description 
of being separately operated and should not be paid the rates 
accorded roads so classified. 


Pulpboard 


No. 21779, O. A. Smith Agency, Inc., vs. A. C. L. et al. Ey. 
aminer F. A. Clifford. Dismissal proposed on finding not up. 
reasonable rates applicable on pulpboard, Hartsville, S. C,, to 
Nashville, Tenn. 

Hay 


No. 21293, M. H. Haym vs. Canadian National et al, kx. 
aminer John Davey. Southern Flour & Grain Co. entitled to 
reparation on account of inapplicable rate, carload of hay, Marie. 
ville, Que., Canada, to Bowden, Ga. Applicable rate, 65 cents 
per 100 pounds. 

Coal 


No. 21688, Matt Schnaible Coal Co. et al. vs. C. & E. I. et al, 
Examiner H. L. Main. Rate on bituminous coal, Brazil-Clinton 
group in Indiana to LaFayette, Ind., over an interstate route 
unreasonable to the extent it exceeded, exceeds or may exceed 
$1.20 per net ton. No evidence of reparation introduced, said 
the examiner. He said that if objection was made to affidavit 
proof in the preparation of Rule V statements, complainants 
should ask for further hearing. Rate on coal from the Southern 
Illinois group to LaFayette not unreasonable. 


JERSEY PROTESTS NEW YORK RATES 
The Traffic World New York Bureau 


A mass meeting of representatives of New Jersey indus- 
tries affected by the recent decision of the Interstate Commerce 
Commission raising freight rates on iron and steel was held at 
the Newark Chamber of Commerce under the auspices of the 
New Jersey advisory committee, with Milton P. Bauman as 
chairman. 


A resolution introduced by J. M. Zachara, of Passaic, peti- 
tioning Governor Larson and Attorney-General Stevens to file 
a protest with the Interstate Commerce Commission to suspend 
the effective date of operation, was adopted. 


Another resolution of protest was adopted and mailed to 
the Interstate Commerce Commission. It requested the Com- 
mission to suspend the effective date to its order, in so far as it 
“improperly requires inclusion of points in New Jersey within 
the New York rate group; and also to grant a rehearing as 
to the rates to and from those points in New Jersey; also to 
relieve those points from any inflation of rates arising from ter- 
minal expenses at New York Harbor, and to require the carriers 
to establish rates on iron and ste2l articles to and from those 
points on the normal basis of m‘leage rates prescribed in the 
Commission’s report and order.” 


Charles J. Fagg alleged that the order would mean higher 
transportation rates to the six northern New Jersey counties 
because they were grouped in the decision, which becomes 
effective October 20, with New York. The rates for New Jersey 
were inflated, he said, because of the adding of arbitrary mile- 
age, which brings New Jersey’s minimum rates up to New 
York’s maximum. 

Mr. Bauman criticized the Port Authority, which, he said, 
promulgated the new rate-grouping principle, which he held was 
discriminatory. He warned that while only iron and steel were 
now affected, all other commodities would be similarly affected 
if the Commission made a similar decision in the eastern class 
rate case now pending, and in which the same principle of rate- 
making was advocated by the Port Authority. 

Other protests were made by J. M. Zachara, representing 
the Magor Car Corporation of Paterson, who said the new = 
would cost his company $25,000 a year, and H. J. MeNichols, 
the Transmarine Line, at Port Newark, who said they woul 
cost his company $43,200 a year. the 

United States Senator Hamilton F. Kean, who attended ‘ 
meeting, said he stood ready to do whatever was in his powe 
to help eliminate any rate handicaps. 
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Boston-Rio Grande Waterway 


Barges and Small Vessels May Some Day Traverse Intracoastal Route Along oe ° 
Atlantic and Gulf Coasts From Massachusetts to the Mexican a eh 
Border—Work in Progress for Many Years \ 
\ 5? 


By STANLEY H. SMITH 































ONGRESS, twenty years ago, visioned a continuous intracoastal waterway | Sy 
® or “inside” route along the Atlantic and Gulf coasts extending from the Ps oy 
land of the cod to the land of the steer. ae: 9 Spe 2 
Links in that waterway have been completed and are being used, we \ peu prone 
work is in progress on other parts of it, and projects for improvement of Ceo 
other sections have been authorized; but the day is probably far off when WAY 
a barge or small vessel may make an uninterrupted voyage on it from \ <7 
Boston, Massachusetts, to the Rio Grande in Texas. ae 
In the river and harbor act approved March 3, 1909, Congress Nall tl 
directed the Secretary of War to cause preliminary examinations and 6 3, 
surveys to be made for the construction of the various sections of a con- ee, c 
PG 


tinuous waterway, “inland where practicable,” from Boston to the Rio 
Grande. It was suggested in this legislation that there should be a 
waterway from Boston to Long Island Sound, thence to New York Bay, 
thence across New Jersey to the Delaware River, thence to the Chesa- 
peake Bay and to Norfolk, Va. From Norfork the waterway was to 
extend to the sounds of North Carolina and Beaufort Inlet, N. C., thence 
to the Cape Fear River and to Winyah Bay, S. C. From the latter body 
of water the route was to extend to the St. Johns River, Fla., and thence 
to Key West, Fla. A waterway across the state of Florida was proposed 
asa link. The other proposed route extends from Key West up the west 
coast of Florida. On the Gulf coast, Congress called for surveys as to 
routes from Saint Georges Sound, Fla., to the Mississippi River at New 
Orleans, from the Mississippi River to Galveston and thence to the Rio 
Grande. 

The proposed intracoastal waterway is being developed not as a 
single project but as a series of projects, a number of which are sufficient 
unto themselves but which may be used as links in the waterway. 


Justification for 
Improvement 


Reasons advanced for a 
the construction of such wn 
ego are found in \ 
the report of a board \ < 
from the office of the ee arn a 8 
chief of engineers of the , ” Bs 
United States army, un- : : 
der date of October 4, \ E 
1911, on that part of the ¢ es 
waterway from Boston Lem 
to Beaufort. \ 

“It is claimed that \ 
large outlays for the im- , 
provement and construc- -™’ ‘és: 4 
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Losses of life and property in the coastwise trade of the 
United States, however, asserted the board, “are appalling and 
apparently unavoidable.” To minimize these losses, it contin- 
ued, vessels used must be strongly built and of expensive type. 
Marine insurance, it said, was higher on the “outside” than the 
“inside” routes. Delays due to storm and fog in the open 
ocean would not be met with in the “inside” routes, according 
to the board. Construction of the “inland” routes also was 
urged in the interest of national defense. 

The “inside” route may now be used from Boston to New 
York via the Cape Cod Canal. From New York to the Dela- 
ware River passage is made over a private canal. The next 
link is the Delaware River. The Delaware and Chesapeake 
Canal connects the Delaware River with Chesapeake Bay. 
From Norfolk passage is open by inland canal almost to Beau- 
fort, N. C. The section from Beaufort to the Cape Fear River 
is now being constructed. 

From Cape Fear River down to Charleston through Winyah 
Bay is the next section, and from Winyah Bay to Savannah 
and Jacksonville the canals have been finished. The plans call 
for improvement of the inland waterway from Jacksonville to 
Miami. On the west coast of Florida, along the Gulf, there are 
small canals not connected all the way. There is an inland 
waterway from the Warrior River to New Orleans that is used 
by the federal barge line. The intracoastal waterways from 
New Orleans to Corpus Christi are in the course of being 
improved. 

Sections in Use 


Records in the office of the chief of engineers of the army 
indicate that a considerable volume of commerce moves over 
sections of the intracoastal waterway. It is indicated that the 
“inside” route along the Atlantic coast is used extensively by 
yachts and other types of pleasure vessels in traveling between 
Florida and northern points. 

The Cape Cod Canal, extending from the head of Buzzards 
Bay, Mass., to a point on Cape Cod Bay about 15 miles south- 
east of Plymouth Harbor, Mass., was taken over by the govy- 
ernment March 31, 1928, at a cost of $11,500,000. In the calendar 
year 1927 the canal was used by 5,745 vessel trips, with a total 
gross tonnage of 4,003,009. 


The inland waterway from the Delaware River to Chesa- 
peake Bay is a link in the intracoastal waterway and is used 
by numerous yachts in their movement between northern and 
southern points. Steamers, motor vessels and barges use this 
part of the waterway extensively. In 1927, 608,466 short tons 
of a value of $44,443,481, and 33,512 passengers, were moved 
over it. The canal was bought by the government in August, 
1919, at a cost of $2,514,289.70, and, under the existing project, is 
being improved. 

Improvement of the section of the intracoastal waterway 
from Norfolk Va., to Beaufort Inlet, N. C., a distance of about 
206 miles, is in progress. The total cost of the existing project 
to the end of the fiscal year 1928 was $6,322,562.58. The total 
tonnage of the waterway for 1927, exclusive of 26,497 tons of 
rafted logs and piling, amounted to 623,551 tons, valued at 
$23,203,425. 

The present project for the inland waterway from Beau- 
fort, N. C., to the Cape Fear River provides for a waterway 12 
feet deep. The distance is about 93 miles. The improvement 
of the waterway was begun in 1886. In 1927, 66,335 tons, val- 
ued at $1,274,231, passed over the improved sections. 


Another link in the “inside” route extends from Charleston 
to Beaufort, S. C. The existing project calls for a waterway 
seven feet deep at mean low water and not less than 75 feet 
wide. This waterway, according to the chief of engineers, is 
an important link in the general intracoastal route, and its im- 
provement will be of benefit to a large number of boats seeking 
to avoid the rough weather in their passage from northern 
points to Florida and return. 


The waterway from Charleston to Winyah Bay, S. C., an- 
other link, is used by many northern yachts in their trips to 
southern waters. The existing project provides for improved 
channels at an estimated cost of $486,000. The total expendi- 
tures to June 30, 1928, amounted to $679,817. Commerce con- 
sists chiefly of lumber, logs, oyster-factory products, canned 
oysters, oyster shells, lime, miscellaneous general merchandise 
and fertilizer, carried by small gasoline boats and lighters. In 
1927 about 80,000 short tons of freight moved over this section. 

The existing project for the waterway between Beaufort, 
S. C., and Savannah, Ga., provides for a channel seven feet deep 
at mean low water, with a width of not less than 75 feet. 

From Jacksonville to Miami, Fla., the existing project pro- 
vides for an inland waterway 75 feet wide and eight feet deep 
at local mean low water. The waterway is used by small com- 
mercial boats carrying freight and passengers to and from the 
towns along its route and by yachts and pleasure craft. More 


than $300,000 has been spent on this section and it is estimated 
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that more than $4,000,000 will be needed to com 
project. 

The Louisiana and Texas intracoastal waterway from 
Mississippi River at New Orleans, La., to Corpus Christj Te ‘ 
is being dealt with in two sections—the New Orleans-Sabi,. 
River and the Sabine River-Corpus Christi sections, Work i: 
in progress on these waterways. The existing project with - 
spect to the first section provides for a waterway from New 
Orleans via two routes to Morgan City, La., thence via. on 
route to the Sabine River, Louisiana and Texas, having a depth 
of nine feet at mean low water and a bottom width of 199 feet 
The estimate of cost of new work of the nine by 109 foot 
waterway, revised in 1927, exclusive of amounts expended op 
previous projects, is $9,752,000. The existing project ag to the 
second section provides for a channel of the same size ag that 
of the first section. The estimate of cost of new work, revised 
in 1927, is $9,600,000. 

Local Interest in the Work 


In the construction of these intracoastal waterways use igs 
made of creeks, rivers, bays, sounds, and other bodies of water 
near the coast lines. The work is principally that of Making 
navigable channels in existing waterways. Though a contip. 
uous intracoastal waterway from Boston to the Rio Grande 
may come into existence at some time in the future ag the 
result of the completion of the various projects, now under 
way and proposed, local communities are probably more inter. 
ested in the improvement of the sections close to them than 
they are in the dream for one continuous waterway. Out of 
this local urge for waterway improvement may come a national 
intracoastal route. How much through traffic may pass over 
such a waterway is a matter for conjecture, but obviously the vol. 
ume will be affected by the restrictive features of the water. 
way, such as the depth and width of the channels at varioys 
points of the route. There are waterway improvement adyo. 
cates, however, who assert that the day will come when the 
intracoastal route will be traversed by vessels starting at Bos- 
ton and going through to the Rio Grande. 


SECRETARY GOOD ON WATERWAYS 


George Washington’s advocacy of improvement of inland 
waterways in 1785 was referred to with approval by Secretary of 
War James W. Good in an address August 31, at Minneapolis, 
Minn., at the dedication of the Foshay tower. 

“Tardy as his successors have been in following his leader. 
ship in this regard,” he said, “today Washington’s vision looms 
before us all the more attractively, all the more compellingly 
because the fruits to be garnered are so obvious and of such 
manifest worth. Minnesota borders on the American Mediter. 
ranean; the wealth and opportunities of the world’s richest con- 
tinent are spread at its feet. Nature’s highways lead to it. The 
Great Lakes and St. Lawrence River extend the generous hand 
of invitation to you; they fairly beseech you to cooperate in 
executing the almost trivial works that will convert them into 
a new Mediterranean for the newer continent. We have but 
to provide the facilities and the shipping of the Orient and of 
the Occident will crowd the wharves of our fresh-water harbors. 
It is not even a difficult or an expensive engineering task to 
which we are challenged. It is far simpler and less difficult than 
building the Panama Canal.” 

Secretary Good spoke of the advantages attributed to inland 
waterway transportation and asserted such transportation would 
not injure but would help the railroads. He reiterated state: 
ments made heretofore by him that “it is calculated that im- 
provement of rivers and harbors has lopped $600,000,000 annt- 
ally from the country’s freight bills. Great Lake improvements, 
by no means adequate as yet, are saving $200,000,000 in each 
year’s transportation costs. Already 50,000,000 tons of freight 
move annually by the Mississippi River system. And all these 
figures will seem paltry to the future—not a distant future, either 
—when the ports of the world will send their argosies of trade 
to the waterfronts of the Great Lake cities, and a tamed and 
harnessed Mississippi will bear the vastly increased burdens 
of which it is capable, to the ports of Minneapolis and St. Paul. 

As to competition with the railroads, the Secretary said: 


plete the 


No, there need be no apprehension that waterway development 
to the fullest measure will harm the railroads. They will — 
the carriers of finished and fabricated products; and of these t ‘ 
volume will multiply as further industrialization follows the age A 
ening of raw materials. Has the freighting of iron ore down “a 
lakes from Duluth injured the railroads? Rather, it has made rent 
sible vast industries that give the railroads constantly more —s 
to move. To insist upon fullest utilization of waterways implies 
criticism of the railways and their management. Our railways hands 
up the world’s foremost transportation system. They are in the or 
of great executives and splendidly organized staffs, and on am 
nificently serving their purpose. But all that was true of them vse 
the world war; and yet they proved unequal to the war emereen te 
the burden was beyond them. The country found itself in coers ro 
need of all the service the railroads could give, plus that whic! had 
waterways ought to have given, but could not because they 
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not been prepared for it. Our leadership will prepare them. There 
yst be no repetition, either in war or in peace, of such a situation. 
mAs the railways must be assured that they have nothing to 
jose but, ultimately, much to gain by waterway development, so 
rticular cities and commercial areas must understand that what 
pe dvantageous to the whole country will be advantageous to every 
sart of it. There must be no regional jealousies in this matter. The 
P ple of the Missouri valley will be entitled to the improvement of 
their mighty, if somewhat undisciplined, river. The farmers of Ne- 

ka and the Dakotas are entitled to the benefit of water trans- 
rtation equally with the farmers in states bordering on the Mis- 
sissippi or the Ohio and the canalization of our rivers will be in- 
complete without the improvement of the Missouri. 


Secretary Good also reiterated the statement that the Inland 
Waterways Corporation, the government’s barge line agency, 
“gst year operated at an actual profit of more than $257,000.” 

“Today, when Washington’s dream of uniting the east and 
the west by river navigation approaches fruition, a striking 
sarallel is presented,” said he. 

The Secretary then referred to Washington, the engineer, 
and Herbert Hoover, the engineer, and said that the latter was 
committed to an early completion of improvement of the inland 
waterways for the purposes of navigation. 

“Thus the vision of Washington is to find complete realiza- 
tion through the wise leadership of Herbert Hoover,” said he. 


COMMISSION PRACTITIONERS 


The Commission made public August 28 the following addi- 
tional list of names of those admitted to practice before it: 

Edward T. Hayes, Chicago, Ill.; James Holmes Pierson, 
El Paso, Texas; Peter Q. Nyce, Washington, D. C.; Wade H. 
Ellis, Washington, D. C.; B. V. Forrester, Sikeston, Mo.; Daniel 
J. Collins, St. Louis, Mo.; Frank Mallette Grady, Augusta, Ga.; 
Ray V. Gillispie, Houston, Texas; W. H. Journeay, Houston, 
Texas; Charles P. Kirby, St. Louis, Mo.; Robert Lee McLennan, 
Corpus Christi, Texas; Ford D. Porter, Chicago, Ill.; Thomas 
McCall, New York, N. Y.; Frederick M. Manson, Coatesville, 
Pa; Leslie A. Thompson, Camden, N. J.; J. P. Laffey, Wilming- 
ton, Del.; Jaco# C. Levy, Washington, D. C.; Cecil A. Jones, 
Anna, Ill.; Chas. C. Cook, Pampa, Texas; Burt F. McKibben, 
San Francisco, Cal.; Raymond W. Clifford, Olympia, Wash.; 
Hance C. Cleland, Olympia, Wash.; Elmer E. Young, Independ- 
ence, Kan.; Ray T. McCann, Milwaukee, Wis.; Frank J. Arm- 
strong, Detroit, Mich.; William J. Kessler, Hattiesburg, Miss.; 
Roy R. Maines, Tulsa, Okla.; Harold Ray Dever, Jackson, Miss.; 
Paul B. Mason, Independence, Kan.; John H. Murphy, Independ- 
ence, Kan.; LeRoy Morris, Hattiesburg, Miss.; H. J. Goudelock, 
Kansas City, Mo.; Roy E. Smith, St. Paul, Minn.; Herbert B. 
Hunter, Duluth, Minn.; Will G. Akers, Little Rock, Ark.; Jesse 
§. Thompson, Louisville, Ky.; Joseph S. Heller, Chicago, II1.; 
Fred L. Emerson, Denver, Colo.; Wilfred A. Hamel, Boston, 
Mass.; Rollin Bruce Robinson, Massillon, Ohio; Hal Petty, 
Knoxville, Tenn.; J. C. Iselin, St. Louis, Mo.; E. W. Soergel, 
Chicago, Ill.; Roy Pope, Atlanta, Ga.; Arthur C. Hultgren, St. 
Louis, Mo.; Joseph B. Beach, Chicago, Ill.; Austin B. Costello, 
Chicago, Ill.; Theo. T. Turnbull, Tallahassee, Fla.; D. J. Schuh, 
Cincinnati, Ohio; Ralph B. Umsted, Philadelphia, Pa.; Carroll 
G. Walter, New York, N. Y.; A. G. Dettmer, Milwaukee, Wis.; 
James E. Hannegan, St. Louis, Mo.; Carl Kuhn, Chicago, IIL; 
Persey St. Pierre, Chicago, Ill.; E. Barrett Prettyman, Wash- 
ington, D. C.; J. Clarence Kauffman, Detroit, Mich.; L A. 
Behrle, Chicago, Ill.; Edwin Williams, Toledo, Ohio; Claude 
H. Swain, Concord, N. H.; Samuel P. Beatty, Jersey City, N. J.; 
Thomas B. Harvey, Perth Amboy, N. J.; Francis M. Ewing, 
Pittsburgh, Pa.; Bertram K. Wolfe, Philadelphia, Pa.; Arthur 
W. Vaughan, Boston, Mass.; Paul M. Neigh, Wheeling, W. Va.; 
Roy S. Kern, Pittsburgh, Pa.; Arthur Van Meter, Pittsburgh, 
Pa.; Orville C. Abrams, Norfolk, Va.; Joseph C. Beck, Pitts- 
burgh, Pa.; A. F. Adair, Cereal, Pa.; Paul Reilly, Philadelphia, 
Pa; Frank Philip Aughnay, Bismarck, N. D.; Robert R. L. 
Bullard, Richmond, Va.; Redmond P. McCarthy, San Francisco, 
Cal; Montrose Gordon, Paris, Texas; Philip P. Campbell, Wash- 
ington, D. C.; Roy H. Dahlberg, Minneapolis, Minn.; Richard 
H. Goebel, New York, N. Y.; Thomas Paine Goodwin, Jackson, 
Miss.; Elmer B. Collins, Washington, D. C.; Edwin Haines Bur- 
sess, New York, N. Y.; Charles E. Holtz, Brooklyn, N. Y.; 
Archibald F. Jones, Ridgway, Penn.; W. F. Kerwin, Green Bay, 
Wis.; Edgar J. Rich, Boston, Mass.; Don W. Thomas, Harrison- 
burg, Va.; John M. Wood, New Orleans, La.; Mark M. Towhig, 
Cleveland, Ohio; Charles S. Allen, New York, N. Y.; H. Eugene 
Quarles, Mobile, Ala.; Frank G. Stadle, Chicago, Ill.; John E. 
Tilford, Atlanta, Ga.; Herbert Thompson, New York, N. Y.; 
Forest S. Lyman, New York, N. Y.; Ira C. Hopper, Lakeland, 
Fla; Richard French Spencer, San Antonio, Tex.; Thomas 
Arthur Bosley, Richmond, Va.; Samuel W. McIntosh, Washing- 
‘on, D. C.; Hal M. Remington, Phoenix, Ariz.; John F. Lent, 
Cleveland, Ohio; Charles Arthur Root, Salt Lake City, Utah; 
Adolph A. Kraemer, Louisville, Ky.; Walter A. Eversman, To- 
ledo, Ohio ; Albert A. Pioch, Chicago, Ill.; Joseph Jerome Clark, 
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Chicago, Ill.; Morgan J. Parlin, Louisville, Ky.; Maurice L. 
Bluhm, Chicago, Ill.; Enoch W. Peterson, Chicago, Ill.; William 
Vodeberg, St. Louis, Mo.; Joseph A. Coffey, St. Louis, Mo.; 
Arthur D. Biggs, St. Louis, Mo.; Wm. E. McGarry, St. Louis, 
Mo.; Edward K. Voorhees, Atlanta, Ga.; John N. Steadwell, 
Atlanta, Ga.; E. L. Harpham, Rockford, Ill.; Clyde C. Tiffany, 
Chicago, Ill.; A. H. Kiskaddon, St. Louis, Mo.; Harry H. Wett- 
marshausen, Tell City, Ind.; Ernest W. Hotchkiss, Detroit, 
Mich.; Walter J. Evans, Chicago, Ill.; J. B. Johnson, Chicago, 
Ill.; Herbert Webb, Cannelton, Ind.; Charles Warren Chase, 
Gary, Ind.; Lucius P. Chase, Kohler, Wis.; Bruce E. Dwinell, 
Chicago, Ill.; Raymond R. Rosenberg, Chicago, Ill.; Ralph S. 
Waterbury, Chicago, Ill.; Joseph B. Elkins, New York, N. Y.; 
Edwin F. Scott, Chicago, Ill.; C. M. Spargo, Wilmington, Del.; 
Charles Sizemore, Louisiana, Mo.; George H. Evans, Indianap- 
olis, Ind.; Henry Adema, North Tonawanda, N. Y.; Dewey C. 
Wayne, Wilson, Ark.; James F. Wright, Norfolk, Va.; Frank 
W. Sullivan, Chicago, Ill.; Glenn D. Eddy, Westfield, N. Y.; 
M. W. Eismann, Erie, Pa.; Arthur B. Van Buskirk, Pittsburgh, 
Pa.; John T. Vallee, Chicago, Ill.; Clarence E, O’Neal, Rose- 
ville, Ohio; H. B. Muller, Kansas City, Mo.; Sheldon Morgan, 
Chicago, Ill.; Edwin C. Matthias, Seattle, Wash.; W. S. Lynch, 
Roswell, N. M.; J. A. A. Geidel, Pittsburgh, Pa.; George Humph- 
rey, Albee, Boston, Mass.; George T. Atkins, St. Louis, Mo.; 
James E. Adair, Chicago, Ill.; Alfred Kimball Barnes, Denver, 
Colo.; J. F. Doolittle, Salt Lake City, Utah; William G. Freitag, 
Houston, Texas; Edward J. O’Brien, Kansas City, Kan.; B. W. 
Robbins, Denver, Colo.; T. B. Gallagher, Amarillo, Texas; D. H. 
Taylor, Quanah, Texas; Herman P. Norden, St. Louis, Mo.; 
Sam C. Inkley, St. Louis, Mo.; Herbert V. Cook, St. Louis, Mo.; 
Leo R. Hall, St. Louis, Mo.; George H. Work, Denver, Colo.; 
Walace Hawkins, Dallas, Texas; Harry D. Smith, Pittsburgh, 
Pa.; C. M. Hart, Keokuk, Iowa; Walter Thompson Keith, Dallas, 
Texas; Floyd L. Thompson, Madison, Wis.; Frank V. Caesar, 
Minneapolis, Minn.; Frank Drake, Muscatine, Iowa; T. C. Elliott, 
Lakeland, Fla.; P. E. Golden, New Orleans, La.; F. W. Grueling, 
El Paso, Texas; William C. Thomas, Cleveland, Ohio; G. H. 
McHenry, Dallas, Texas; Peter A. Rattazzi, Oakland, Calif.; 
David Keith Donelson, San Francisco, Calif.; R. S. Sawyer, 
Los Angeles, Calif.; Carl S. Jefferson, Chicago, Ill.; J. M. Simp- 
son, New Orleans, La.; Henry Oskar Berger, Seattle, Wash.; 
O. O. Calderhead, Seattle, Wash.; Glenn D. Harmon, Los An- 
geles, Calif.; Howard G. Struble, McAlester, Okla.; A. W. Ken- 
dall, Topeka, Kan.; S. D. Catherwood, Austin, Minn.; Glenn F. 
Morgan, Charleston, W. Va.; Albert Nagel, Milwaukee, Wis.; 
Thomas W. Bockes, Omaha, Neb.; Edwin Brooker, Washington, 
D. C.; E. H. Dulaney, Atlanta, Ga.; Charles C. Dana, Chicago, 
Ill.; Clinton S. Bailey, Dallas, Texas; Ross A. Blanchard, Gran- 
ite City, Ill.; W. C. Nichols, Salina, Kan.; P. H. Welborne, 
Rogers, Ark.; James Irvine Houston, Houston, Tex.; Lowell A. 
Wheaton, Texas City, Tex.; Henry Joseph Ehrhart, Chicago, 
Ill.; L. E. Whitney, Chicago, Ill.; L. B. da Ponte, Seattle Wash.; 
Harvey Allen, Dallas, Texas.; Edwin C. Jepson, Wheeling, 
W. Va.; Perry W. Reed, Pensacola, Fla.; M. W. Wells, Orlando, 
Fla.; Amos A. Betts, Phoenix, Ariz,; H. V. McNamara, San 
Francisco, Calif.; Ray E. Fisher, El Dorado, Kan.; Harold 
Richard Hendrick, Norwood, Ohio; Henry Hauseman, Chicago, 
Ill.; Floyd Thomas Ridley, Wilmington, Del.; F. Gordon Willis, 
Kansas City, Mo.; J. R. Mills, Kansas City, Mo.; J. S. Babbitt, 
Sand Springs, Okla.; D. A. Dashiell, Norfolk, Va.; C. Peyton 
Collins, Pittsburgh, Pa.; Edward G. Ince, Chicago, Ill.; Robert 
R. Lewis, Coudersport, Pa.; William E. Maloney, Buffalo, N. Y.; 
William Morrison Robinson, Jr., Augusta, Ga.; Chester D. Stone, 
New York, N. Y.; L. H. Stewart, Los Angeles, Calif; Hal F. 
Wiggins, Salem, Oregon; Karl L. R. Baird, New York, N. Y.; 
Joseph P. Brown, Philadelphia, Pa.; Martin A. Clark, New York, 
N. Y.; Harlan M. Hancock, Salina, Kan.; H. C. Moran, Houston, 
Texas; John A. Mobley, Houston, Texas; John J. Stack, New 
York, N. Y.; Ben. B. Cain, Washington, D. C.; Sidney G, Cres- 
wick, Dubuque, Iowa; W. R. Alexander, Savannah, Ga.; H. B. 
McNeely, Indianapolis, Ind.; Alvin J. Whitman, New York, 
N. Y.; E. J. Balda, Oshkosh, Wis.; Harry J. Tietze, St. Louis, 
Mo.; John N. Furlong, Phoenix, Ariz.; Jennings B. Humphrey, 
Hammond, Ind.; Claudian B. Northrop, Washington, D. C.; Fred 
A. Bunnell, Ionia, Mich.; Oliver T. Myerhoff, Evansville, Ind.; 
James Boswell Young, Louisville, Ky.; Carl C. Straub, Dearborn, 
Mich.; Earl A. Barror, Toledo, Ohio; L. L. Drescher, Louisville, 
Ky.; Silas H. Strawn, Chicago, Ill.; William Martin, Philadel- 
phia, Pa.; Pearle P. Cramer, Washington, D. C. 


PETITIONS FOR REHEARING, ETC. 


No. 18073, International Paper Co. et al. vs. Alabama & 
Vicksburg et al. Bogalusa Paper Co. asks for further hearing. 
No. 13535, and associated cases, Corporation Commission 
of Oklahoma vs. Aberdeen & Rockfish et al. Southwestern 
carriers ask for modification of orders herein, to eliminate 
therefrom commodities of linseed oil, carloads, stucco, magne- 
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site, carloads, railway material, crushed slate, carloads, and 
mineral earth black, carloads, in so far as said orders require 
revision in rates thereon. 

No. 14617, Acme Brick Co. et al. vs. Alabama & Mississippi 
et al., and cases grouped therewith. Texas complainants ask 
for rehearing, reargument and reconsideration as to (1) appli- 
cation to common brick traffic, from Arkansas producing points 
to Memphis, Tenn., for distances, 150 miles and under, rates 
based 80 per cent of the rates applied to articles of the uniform 
Brick List as prescribed in National Brick Case, 68 I. C. C. 213, 
219; (2), application to brick traffic at Memphis, Tenn., from 
southwestern states, the toll or arbitrary authorized, in addi- 
tion to line haul rate, for crossing bridge over Mississippi River; 
and (3), removal of discrimination in Westbound rates from 
southeastern states of Alabama, Florida, Georgia, Kentucky, 
Mississippi, and Tennessee, to points in southwest. 

No. 19414, Sub. Nos. 1 to 7, inclusive, Caruso, Rinella, Bat- 
taglia Co., Inc., vs. Norfolk Southern et al. The complainant, 
in an amended petition, asks for rehearing. 

No. 16356, Krupp Foundry Co. vs. Southern et al., and cases 
grouped therewith. Eastern trunk line carriers defendants 
herein, ask for postponement of effective date of the order 
made in this proceeding. 

No. 20253, Canton Railroad vs. Ann Arbor et al. Western 
Maryland asks for further hearing to take newly discovered 
evidence and/or postponement of oral argument. 

No. 20871, United Materials Co. vs. Burlington et al. 
plainant asks for amendment of decision. 

No. 17579 (and Sub. 1), Ruggles & Rademaker vs. Akron, 
Canton & Youngstown et al., and No. 17968, American Salt Co. 
et al. vs. Akron, Canton & Youngstown ef al. Board of Railroad 
Commissioners of State of North Dakota asks for further hear- 
ing, at Bismarck, N. D., with respect only to the arbitraries 
shown in Appendix 6 to be applied on shipments destined to 
North Dakota west of Missouri-River-Minot Line. 

I. and S. 3252, Live stock from points west of the Missis- 
sippi River to eastern destinations. Missouri River (Kansas 
City, St. Joseph, Omaha and Sioux City), and St. Paul live 
stock markets, ask for reconsideration and setting aside or 
postponement of order in I. and S. 3252. 

No. 19368, A. S. Nowlin & Co. vs. Norfolk & Western. Com- 
plainant asks for a rehearing therein. 

No. 17329, American Distilling Co. vs. Akron, Canton & 
Youngstown et al. Eugene Morris, agent in behalf of Central 
Freight Association lines, asks for further postponement of 
effective date of order for a period of sixty days from October 
7, 1929. 

No. 17400, Appalachian Power Co. et al. vs. Norfolk & 
Western. Complainants ask for reconsideration of Commis- 
sion’s order of July 1, 1929, herein, denying complainants’ peti- 
tion for reopening. 


Com- 


SUSPENDED TARIFFS 


In I. and S. No. 3337, the Commission has suspended from 
August 27 until March 27 schedules in Hough’s tariff, I. C. C. 
No. A-184, and supplement No. 2 to his I. C. C. A-179, joint with 
other agents. The suspended schedules propose to revise the 
commodity rates on sugar and class rates between Mobile, 
New Orleans and other Mississippi River crossings on the one 
hand and southern territory on the other, via barge and rail 
lines, resulting in numerous increases and reductions. 

In I. and S. No. 3335, the Commission has suspended sched- 
ules from August 25 until August 30, 1929, on traffic to Indiana, 
and until March 25, 1930, on traffic to Ohio, as published in 
supplement No. 4 to Agent E. B. Boyd’s tariff I. C. C. No. A-1969. 

The suspended schedules propose to increase the rates on 
silica sand, carloads, from Illinois points to points in Indiana 
and Ohio. The following is illustrative, rates in cents per ton 
of 2,000 pounds: 


From Ottawa, Ill., to Decatur, Ind., present 210, proposed 265; 
Marion, Ohio, present 210, proposed 290. 


The five-day suspension in the foregoing was made neces- 
sary to meet a tariff situation. Except for the suspension ship- 
pers would have had to pay class rates because the old com- 
modity would have been eliminated. New commodity rates 
were to come into effect August 30, hence the short suspension. 

In I. and S. No. 3336, the Commission has suspended from 
August 25 until March 25, 1930, schedules in Louisiana & Arkan- 
sas tariff, I. C. C. 1319. The suspended schedules propose to 
limit the absorption of connecting lines’ switching charges at 
New Orleans, La., and other points on the Louisiana & Arkansas 
Ry., to the extent that the Louisiana & Arkansas Ry. will re- 
ceive a minimum line-haul revenue of $15 per car. Other changes 
are proposed in connection with minimum weights and rules 
for handling less-than-carload freight in switch movement, and 
bases for rates on sand and gravel at points taking New Orleans 
rates. 
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B. & O. SECURITIES 


In Finance No. 7795 and Sub. No. 1, the Baltimore g 9 
has asked for authority to issue and pledge $1,483,099 of ho 
first lien and refunding mortgage series C 6 per cent b its 

The Baltimore & Ohio Southwestern, in Finance No _ 
has asked authority to issue and dispose of $4,565,509 - 96, 
improvement mortgage 6 per cent bonds. The bonds Will “ 
taken by the Baltimore & Ohio, the parent company, in rej “ 
bursement of advances. ——— 

In Finance No. 7797, the Washington County Railroag Co 
pany asks authority to issue $4,000 of refunding ang Sieceaes 
mortgage 6 per cent bonds, to be taken by the Baltimore & Obie 
the parent company, in reimbursement of advances. » 

In Finance No. 7798, the Baltimore & Ohio & Chicago Rajj 
road Company asks authority to issue $848,000 of refunding and 
general mortgage 6 per cent bonds, to be taken by the Balti 
more & Ohio, the parent company, in reimbursement of ade 
vances. 

In Finance No. 7799, the Schuylkill River East Side Railroag 
has asked authority to issue $702,000 of refunding and genera) 
mortgage bonds, to be taken by the Baltimore & Ohio, the parent 
company, in reimbursement of advances. 

In Finance No. 7800, the Baltimore & Ohio Railroad (Cop. 
pany in Pennsylvania asks authority to issue $644,000 of in. 
provement mortgage 6 per cent bonds, to be taken by the Balt. 
more & Ohio, the parent company, in reimbursement of 
advances. 

In Finance No. 7801, the Coal & Coke Railway Company asks 
authority to issue $95,000 of refunding and general mortgage 
6 per cent bonds, to be taken by the Baltimore & Ohio, the 
parent company, in reimbursement of advances. ‘ 

In Finance No. 7802, the Pittsburgh Junction Railroad Con. 
pany asks authority to issue $21,500 of refunding and gener, 
mortgage 6 per cent bonds, to be taken by fhe Baltimore & Ohi 
the parent company, in reimbursement of advances. 

In Finance No. 7803, the Quemahoning Branch Railroad Con. 
pany asks authority to issue $35,000 of first mortgage 5 per cent 
bonds, to be taken by the Baltimore & Ohio, the parent con. 
pany, in reimbursement of advances. 

Six other subsidiaries of the Baltimore & Ohio Railroad Com. 
pany have filed finance applications with the Commission asking 
authority to issue refunding and general mortgage 6 per cent 
bonds to be taken by the Baltimore & Ohio at face value in 
reimbursement of advances made to applicants. The Wheeling, 
Pittsburgh & Baltimore (Finance No. 7788) asks authority to 
issue $224,000 of bonds; the Fairmont, Morgantown & Pitts. 
burg (Finance No. 7789) asks authority to issue $153,500 of 
bonds; the Baltimore & Philadelphia (Finance No. 7790) asks 
authority to issue $55,500 of bonds; the Pittsburg & Westem 
(Finance No. 7791) asks authority to issue $533,500 of bonds; 
the Ohio & Little Kanawha (Finance No. 7793) asks authority to 
issue $101,000 of bonds, and the Confluence & Oakland (Finance 
No. 7794) asks authority to issue $3,500 of bonds. 


NEW PENNSYLVANIA WAREHOUSE 


Under a 63-year lease the Pennsylvania Dock & Warehouse 
Company, of New York, has acquired from the Pennsylvania 
Railroad a large plot of land fronting on the Hudson River at 
Exchange Place, Jersey City, N. J., for the erection of what is 
said will be the largest warehouse terminal in the Port of Nev 
York. It will be a rail-to-keel warehouse served by the Pent- 
sylvania, adjacent to the freight yards of that line, and is sail 
to be in line with the most advanced ideas for port develop 
ment. The scope of the company’s activities will include cold 
storage, pool. car distribution, bonded warehousing, gener 
order, manufacturing, warehousing on package basis and gel 
eral warehousing. Offices and display rooms will be available. 

The first unit of the projected enterprise will consist 0 
three buildings and three piers, the first building of which § 
expected to be completed by November 30. It will have st 
million cubic feet of space, four million of which will be cold 
storage. The three buildings of the unit will provide twenty: 
seven million cubic feet of storage. The buildings are t0 be 
eight stories high and the unit, when completed, will extend 
970 feet along the waterfront and will be 300 feet deep. 
road sidings will run at the north and south ends of the ware 
house and to the ends of the three piers, making the us of 
trucks unnecessary in loading and unloading. All of the . 
tails of the location of elevators, loading platforms and tracks 
have been worked out so that rapid and economical u 
will be possible. Provision is made at the rear of the building 
for team track yard with 16 sidings. 

It is believed that the cold storage unit represents << 
forward in the industry of refrigeration, ample cork insulatic? 
being applied so as to insure a perfect seal and refrigerati™ 
machinery represtnting the last word in engineering. 
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Motor Vehicle Transportation 





MOTOR BUS MEETING 


The National Motor Bus Division of the American Automo- 
sie Association, at its reorganization meeting at Chicago, Au- 
ast 92, adopted a new set of by-laws and changed its name to 
the National Association of Motor Bus Operators. It will main- 
tain an affiliation with the parent organization, but approved 
the new name with the view of more clearly identifying itself 
4s the national organization of the growing bus industry. 

The general purpose behind the change in organization was 
aid to be to give the individual bus operator more voice in 
the conduct of its affairs and to provide for more effective func- 
fining in various ways. The fact that, under the old organiza- 
ion, there Was a growing deficit in its finances was assigned 
importance in that connection. 

Prior to the reorganization, the division was essentially a 
federation of state associations. The new memebership is com- 
posed of: (1) Bus operators either as individuals, co-partner- 
ships, or corporation; (2) state association; (3) associate mem- 
bers; (4) honorary members. 

In his preliminary remarks, the chairman of the meeting, 
4, M. Hill, of Charleston, W. Va., pointed out that since the 
bus division of the A. A. A. was formed in 1926, there had been 
a great many consolidations. “That, of course, has practically 
had the effect of wiping out the financial support of the state 
associations,’ he said. “It is only fair that a company paying 
900 or more a year to the national association should have 
representation on our board and the right to express its wishes 
in the form of a vote.” 

Under the new by-laws, the organization has done away with 
its execeutive committee and large board of directors. Under 
the old set-up there was a director from each state affiliated, and 
an executive committee of 11, chosen from the board of direc- 
tors to represent the 10 regions into which the country was 
jivided, and the chairman of the division. The directors from 
each region chose its member on the executive committee, who 
was known as the regional director. 

The new by-laws provide for 11 regions, instead of 10, the 
members of which may recommend their choice for a director 
for that region to a nominating committee, the new board of 
directors being composed of a director from each region, three 
at large, and three from the associate membership. The asso- 
ciate membership is made up of representatives of motor bus 
manufacturers, tire and accessory manufacturers, body manu- 
facturers, and others having dealings of a general nature with 
the operator members. 

The plan for the meeting had originally included discussion 
of national legislative matters, but the entire meeting was taken 
up With discussion and action incident to the adoption of the 
new by-laws and providing for the other changes in organization. 

The new officers are as follows: President, A. M. Hill, 
president, Blue & Gray Transit Co., Charleston, W. Va.; vice- 
president, G. P. McCallum, president, Michigan Motor Bus Asso- 
tiation, Detroit, Mich.; secretary-manager, John M. Meighan, 
Washington, D. C.; directors—region 1, R. M. Sparks, secretary, 
New England Motor Bus Association, Boston, Mass.; region 2, 
E. W. Wakelee, vice-president, Public Service Coordinated Trans- 
port, Newark, N. J.; region 3, G. T. McConnell, president, Great 
lakes Stages, Inc., Cleveland, O.; region 4, S. A. Markel, chair- 
man, legislative committee, Motor Bus Association of Virginia, 
Richmond, Va.; region 5, Guy Huguelet, general manager, Con- 
slidated Coaeh Corporation, Lexington, Ky.; region 6, B. W. 
Amold, Chicago, North Shore & Milwaukee R. R. Co., Milwau- 
kee, Wis.; region 7, C. G. Moore, eastern representative, Pickwick 
Stages System, Chicago, Ill.; region 8, F. W. Tibbitts, Royal 
Rapid Transit Co., Minneapolis, Minn.; region 9, E. C. Ekstrom, 
Mesident, Southland-Red Ball Motorbus Co., San Antonio, Tex.; 
tegion 10, T. B. Wilson, president, Southern Pacific Motor Trans- 
port Co., San Francisco, Calif.; region 11, R T. Whiting, general 
manager, Washington Motor Coach Co., Inc., Seattle, Wash.; 
(directors at large), O. S. Caesar, president, Motor Transit Man- 
gement Co., Chicago, Ill.; T. L. Tallentire, general manager, 
Interstate Transit, Inc., Cincinnati, O., and S. G. McNees, gen- 
‘ral counsel, Pennsylvania Bus Association, Harrisburg, Pa. 


HIGHWAY BUILDING IN 1929 
\ A census of state highway departments completed by the 
‘Merican Road Builders’ Association shows an estimated 21,664 
ni "= of roads to be constructed this year in 42 states. 
A questionnaire was sent to all states and figures received 


from all except Connecticut and Nebraska indicate $744,266,000 
available for maintenance and construction this year,” says the 
association. “This sum includes highway funds apportoined by 
the federal government to the states, and funds raised by gaso- 
line taxes, motor vehicle registration and various other methods. 


“The estimated county expenditures for 1929 are shown 
to be $405,150,000 in 40 states. This, added to the state funds, 
shows a grand total of $1,149,416,000, which is a conservative 
figure of the total money that will go into good roads during 
1929 or the fiscal year 1929-30. The Bureau of Public Roads’ 
estimate is $1,315,000,000.” 


END CONSTRUCTIVE STATIONS 
The Trafic World New York Bureau 


All but one of the railroads entering New York will cease 
to maintain constructive delivery stations on September 25. 
The decision was made in conformity with a recent ruling by 
the Interstate Commerce Commission against their maintenance. 
The railroad which has not announced the date of suspension 
is the New York, New Haven & Hartford. It was directed to 
discontinue the stations immediately, and for that reason it may 
discontinue before September 25. 


Constructive stations were theoretical points along the 
waterfront to which the railroads paid the trucking charges and 
from which consignees paid the haulage. They eliminated light- 
erage and provided for store-door delivery. It was said by rail- 
road men that a considerable readjustment would be necessi- 
tated by compliance with the Commission’s ruling. The railroads, 
however, have in several cases taken the initiative in abolishing 
the stations. 


The announcement issued by the committee on public rela- 
tions of the eastern railroads said: 





In compliance with the findings of the Interstate Commerce Com- 
mission ‘as embodied in its recent decision on the question of con- 
structive station delivery service (investigation and suspension docket 
No. 3100), the several New York rail lines have announced that their 
respective tariffs, now under suspension, providing for cancellation 
of arrangements for constructive station deliveries and for revision 
of the rules governing trucking in lieu of lighterage in New York 
Harbor, will become effective Sept. 25, 1929, except that the New 
Haven Railroad has not decided as to the effective date of its tariffs. 


The announcement ends a long controversy which was 
started by a move to abolish the constructive stations. The 
Merchants’ Association and the Port of New York Authority 
were among the organizations to favor the continuance of the 
stations. However, the Commission held they violated the in- 
terstate commerce act. 


The New York Central brought the controversy to a head 
by starting a system of what were known as constructive light- 
erage deliveries. Under this system, trucks replaced lighters 
in the moving of freight from the North to the East River, in- 
stead, as was the case with the constructive delivery stations, 
of replacing lighterage across the North River only. The Port 
Authority opposed this practice of the New York Central. 


The Commission authorized the use of inland stations. These 
provide loading platforms where freight trucked from New Jer- 
sey by the railroads may be transferred to trucks provided by 
the consignees. Several of the railroads maintain these stations 
and it is expected they will be continued. 


NEW ROCK ISLAND EQUIPMENT 


Three of the Rock Island’s passenger trains—the Golden 
State Limited, the Rocky Mountain Limited and the Iowa- 
Nebraska Limited, all running out of Chicago—are to have 
complete new equipment. Equipping these trains with new 
cars and motive power, made especially for the Rock Island, 
involves the largest single passenger equipment order ever re- 
ceived by any railroad at one time. The order, in addition to 
other equipment, calls for fifty-two Pullman cars, fifteen of 
which, with other new equipment and locomotives, will be ex- 
hibited in three trains at the La Salle Street station, Chicago, 
September 6. 

Following ‘the public exhibit in Chicago, the trains will 
be taken to major points on the railroad for further exhibition 
at Kansas City, Les Moines, Omaha, Lincoln, Denver, Colorado 
Springs, Davenport, Mock Island and Moline. 
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0,000,000 Tons Annually — 


Discriminating People 
Place Their Orders with Operators Located on 
The Chesapeake & Ohio Railway 


We Hope You Are One of Them! 


For full particulars regarding these “ALL PURPOSE COALS,” 
address any of the following representatives. 


A. M. DUDLEY, F. H. CUMMINGS, 
General Coal Freight Agent, Asst. General Coal Freight Agent, 
Richmond, Va. Cincinnati, Ohio 
T. V. Bush, F. A. Harmon, 
Coal Traffic Agent, Coal Traffic Agent, 
Toledo, Ohio Chicago, IIl. 
James Phillips, P. D. Wilson, 
Trav. Coal Traf. Agt., - Trav. Coal Traf. Agt., 
Toledo, Ohio . Chicago, Ill. 
R. L. Abbihl, Wm. R. Hanes, 
Coal Traffic Agent, = —— Trav. Coal Traf.: Agt., 
Cincinnati, Ohio Chicago, IIl. : 
J.B. Young, . ' C. L. Rothgeb, 
Coal Traffic Agent, Coal Traffic Agent, 
Richmond, Va. Cleveland, Ohio 
W. W. Lowry, Jr., V. M. Darnall, 
Coal Traffic Agent, Asst. Coal Traf. Agt., 
Richmond, Va. Chicago, Ill. 











PAGE 520 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended August 17 totaled 
1,100,267 cars, according to the car service division of the Amer- 
ican Railway Association. This was an increase of 9,651 cars 
over the preceding week, and an increase of 42,358 cars above 
the corresponding week last year. It also was an increase of 
33,489 cars above the corresponding week in 1927. 

Increases over the week before were reported in the load- 
ing of live stock, coal, merchandise less-than-carload-lot freight 
and miscellaneous freight, but reductions were reported in the 
loading of grain and grain products, coke, forest products, and 
ore. 

Grain and grain products loading for the week totaled 61,423 
cars, an increase of 216 cars over the corresponding week last 
year and 7,378 cars over the same period in 1927. In the west- 
ern districts alone, grain and grain products loading totaled 
44,924 cars, an increase of 1,735 cars over the same week in 1928. 

Revenue freight loading by districts the week ended August 
17 and for the corresponding period of 1928 was reported as 
follows: 


Eastern district: Grain and grain products, 7,870 and 9,305; live 
stock, 2,214 and 2,285; coal, 37,322 and 37,908; coke, 2,871 and 1,690; 
forest products, 4,338 and 4,953; ore, 7,366 and 5,154; merchandise, 
L. C. L., 71,981 and 70,115; miscellaneous, 112,531 and 111,151; total, 
1929, 246,493; 1928, 242,561; 1927, 243,943. 

Allegheny district: Grain and grain products, 3,762 and 4,072; live 
stock, 1,938 and 2,137; coal, 39,856 and 40,898; coke, 5,521 and 5,132; 
forest products, 3,296 and 3,255; ore, 13,523 and 13,306; merchandise, 

. C. L., 55,527 and 53,945; miscellaneous, 100,399 and 92,703; total, 
1929, 223,822; 1928, 215,448; 1927, 216,017. 

Pocahontas district: Grain and grain products, 286 and 243; live 
stock, 261 and 248; coal, 44,850 and 39,650; coke, 359 and 361; forest 
products, 1,633 and 1,488; ore, 123 and 144; merchandise, L. C. L., 
6,861 and 7,311; miscellaneous, 7,496 and 6,313; total, 1929, 61,869; 1928, 
55,758; 1927, 62,951. 

Southern district: Grain and grain products, 4,581 and 4,398; live 
stock, 1,682 and 1,754; coal, 22,410 and 22,842; coke, 480 and 428; 
forest products, 21,121 and 18,860; ore, 1,123 and 878; merchandise, 
L. C. L., 40,291 and 38,748; miscellaneous, 52,459 and 51,820; total, 
1929, 144,147; 1928, 139,728; 1927, 152,055. 

. Northwestern district: Grain and grain products, 21,516 and 
17,046; live stock, 6,353 and 5,985; coal, 4,250 and 5,074; coke, 1,901 
and 1,089; forest products, 16,657 and 14,902; ore, 47,831 and 40,734; 
merchandise, L. C. L., 33,373 and 33,576; miscellaneous, 47,466 and 
45,346; total, 1929, 179,347; 1928, 163,752; 1927, 163,958. 

Central Western district: Grain and grain products, 18,015 and 
20,351; live stock, 9,411 and 9,972; coal, 9,399 and 10,094; coke, 270 
and 285; forest products, 11,732 and 13,054; ore, 3,885 and 3,532; mer- 
chandise, L. C. L., 35,302 and 35,595; miscellaneous, 70,982 and 66,806; 
total, 1929, 158,996; 1938, 159,689; 1927, 150,572. 

Southwestern district: Grain and grain products, 5,393 and 5,792; 
live stock, 2,792 and 3,189; coal, 4,775 and 4,260; coke, 103 and 154; 
forest products, 9,198 and 9,417; ore, 723 and 478; merchandise, L. C. 
L., 16,682 and 16,617; miscellaneous, 45,927 and 41,066; total, 1929, 
85,593; 1928, 80,973; 1927, 77,332. 

Total, all roads: Grain and grain products, 61,423 and 61,207; live 
stock, 24,651 and 25,570; coal, 162,862 and 160,726; coke, 11,505 and 
9,139; forest products, 67,975 and 65,929; ore, 74,574 and 64,226; mer- 
chandise, L. C. L., 260,017 and 255,907; miscellaneous, 437,260 and 
415,205; total, 1929, 1,100,267; 1928, 1,057,909; 1927, 1,066,828. 


Loading of revenue freight in 1929 compared with the two 
previous years follows: 


1929 928 1927 

Four weeks in January............ 3,570,978 3,448,895 3,756,660 
Four weeks in February........... 3,767,758 3,590,742 3,801,918 
Five weeks in March.............. 4,807,944 ,»752,559 4,982,547 
Four weeks in April......ccsccsess 3,983,978 3,740,307 3,875,589 
POUr WOGEE Mi TERY... . csc ccsccscce 4,205,709 4,005,155 4,108,472 
BPive WeGksS In JUNE. .....cccccccece 5,260,571 4,924,115 4,995,854 
Pour weeks If July... :...sscccese 4,153,220 3,944,041 3,913,761 
Week ended August 3.........-.. 1,104,193 1,048,821 1,024,038 
Week ended August 10........... 1,090,616 1,044,268 1,049,639 
Week ended August 17........... 1,100,267 1,057,909 1,066,828 

RE. Swi ob dkamnnveskeececcnenion 33,045,234 31,556,812 32,575,306 


CAR SURPLUS AND SHORTAGE 


A slight increase in the average daily surplus of freight 
cars was reported for the period August 8-14, inclusive, as com- 
pared with the preceding period, according to the car service 
division of the American Railway Association. The total was 
181,156 as compared with 180,954 for the preceding period. A 
shortage of 15 cars, made up of 7 box, 2 flat and 6 gondola 
cars, was reported. The surplus was made up as follows: 

Box, 82,458; ventilated box, 122; auto and furniture, 7,071; total 
box, 89,651; flat, 3,395; gondola, 20,062; hopper, 32,165; total coal, 52,- 
227; coke, 422, S. D. stock, 20,351; D. D. stock, 2,514; refrigerator, 
11,706; tank, 253; miscellaneous, 637; total, 181,156. 


Canadian roads reported a surplus of 18,000 box, 550 auto 
and furniture, and 550 refrigerator cars. 


CONDITION OF EQUIPMENT 


Class I railroads on August 1 had 137,495 freight cars in 
need of repair, or 6.2 per cent of the number on line, according 
to reports filed by the carriers with the car service division 
of the American Railway Association. This was a reduction of 
7,916 cars below the number reported on July 15, at which time 
there were 145,411, or 6.5 per cent. 
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Freight cars in need of heavy repairs on August total 

98,295, or 4.4 per cent, a decrease of 2,059 compared with in 
15, while freight cars in need of light repairs totaled 39 200, 
1.8 per cent, a decrease of 5,857 cars compared with July 15 


ROLLING STOCK ADDITIONS 


The railroads on August 1 had 36,335 freight cars on orde 
according to the car service division of the American Railway 
Association. This was an increase of 21,631 cars above the 
number on order on August 1 last year and an increase of 16 991 
cars above the same day two years ago. It also wag 7,233 car 
above August 1, 1926. : ° 

Of the freight cars on order on August 1, 1929, reports 
showed 19,130 were box cars, an increase of 12,039 compared 
with the same date last year. Coal cars for which orders have 
ben placed number 14,920, an increase of 11,717 compared With 
the number of such cars on order on August 1 last year. Re. 
frigerator cars on order totaled 349, stock cars 479, flat Cars 
1,407, and other miscellaneous freight cars, 50, all being reduc. 
tions under one year ago. 

Locomotives on order on August 1 this year numbered 41) 
compared with 73 on the same day in 1928, and 209 on August 
1, 1927. On August 1, 1926, the railroads had 517 on order. 

New freight cars placed in service in the first seven months 
of 1929 totaled 42,552, of which box cars totaled 20,547; coal 
cars 14,475; flat cars 2,426; refrigerator cars 3,225, and stock 
cars 1,476. Other classes installed in service during that period 
totaled 403. 

New locomotives placed in service in the first seven months 
of 1929 totaled 371. 

Freight cars or locomotives leased or otherwise acquired 
are not included in the above figures. 


PIPE LINE CARRIERS 


Thirty-three carriers by pipe line reporting to the Commis. 
sion had pipe line operating revenues of $222,073,003, operating 
expenses of $96,477,518, and net income of $117,206,029, in the 
calendar *year 1928, according to statistics compiled by the bv- 
reau of statistics of the Commission from company reports. 

These carriers operated 81,675 miles of line, had an invest- 
ment in pipe lines of $659,092,738, and other investments of 
$106,687,815. Their capital stock aggregated $341,907,478: Tax 
accruals totaled $13,374,194. Unmatured funded debt totaled 
$46,588,000. 

The number of barrels of oil transported in 1928 amounted 
to 1,053,190,757. The number of employes was 25,270, and their 
compensation, $44,498,437. 


FEARS COAL CAR SHORTAGE 


Producers of bituminous coal are being urged by the Na- 
tional Coal Association to impress on all customers the impor. 
tance of prompt unloading and release of cars. The producers, 
says the association, can materially increase the “rapidly dimin- 
ishing coal car supply at the mines” if they will cooperate as 
requested. 

“Consignees,” continues the association, “should be re 
quested to restore coal cars to service as quickly as possible, 
and any railroad failing promptly to move empties from sidings 
and toward the mines should be reported to the high operating 
officials of the railroad delaying the cars. Shippers should, of 
course, furnish billing instructions promptly to the carriers in 
order that cars may be moved without delay, and part loads 
at the mines should be reduced to a minimum.” : 

Surplus coal cars in the period August 8-14 averaged 52,22 
daily, a decrease as compared with the preceding period. The 
association says, however, that the surplus is distributed through- 
out the country and that no large portion of it is on any one 
railroad or in any one section. wy 

“Coal loading,” says the association, “is gradually requirlué 
more cars, while other commodities that use open-top equip- 
ment continue to make heavy demands on the carriers. The 
car supply in some sections continues to run very close, though 
officials of the American Railway Association advise that they 
are making vigorous efforts to have cars returned promptly for 
loading.” 


AITCHISON MAKES COURTESY CALL 


Commissioner Aitchison called on President Hoover % 
August 22 to pay his repspets. The call was put off until the 
rush to the White House that always follows the inauguration 
of a new President: had come to an end. 


You may either write or wire our Washington office 
for information concerning matters in any departmen 
of the government there, if you are a subscriber 
THE DAILY TRAFFIC WORLD. 
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Freight Tariffs 


fifteenth of a Series of Twenty-Six Articles on This Subject Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania 


Routes and Routing Tariffs 


publish rates applicable via the routes or interchange 

points either specified in the joint tariffs or provided 
in routing tariffs that are referred to specifically by the 
riffs naming the rates. 

It is the express duty of carriers in interstate commerce 
subject to the imterstate commerce act to establish through 
routes and just and reasonable rates and to make reasonable 
niles and regulations governing the operation of the through 
routes, including provisions for the reasonable compensa- 
tion of those entitled to payment in connection with handling 
the traffic over the joint through routes. The interstate 
commerce act directs the carriers subject to the law to estab- 
lish “just, reasonable and equitable” divisions of the through 
rates applicable over joint routes among the carriers par- 
ticipating in the joint arrangements and joint movements. 
The divisions so established must not unduly prefer or 
prejudice any carrier participating in the joint hauls over 
through joint routes.* 


The Shipper and Through Routes 


Shippers have broad powers in the selection of the 
routes over which their freight is to travel in interstate 
commerce. When two or more through rates and through 
routes have been established between points of origin and 
destination in interstate commerce by carriers subject to the 
act and the rates are published in tariffs filed with the Com- 
mission, the person, firm, or corporation making the ship- 
ments may designate which route is to be used. The 
designation should be made in writing and transmitted to 
the initial carrier by the shipper. When it has received the 
written instructions of the shipper, it becomes the duty of 
the originating carrier to issue a through bill of lading, 
with the routing selected by the shipper shown on it, and 
to transport the shipment over its line and deliver it to its 
connections according to the route selected. The connect- 
ing lines, in their turn, are obligated to receive the property 
0 routed from the initial line, transport it over their lines, 
and deliver it to the next succeeding connecting line or to 
the consignee designated on the bill of lading. Each carrier 
is, thus, bound to the observance of the routes selected by 
shippers and specified in the through bills of lading, pro- 
vided, of course, joint through routes and rates have been 
established by the carriers. 

Shippers in all cases have the right to determine, where 
competing lines of railroad constitute portions of through 
ines or routes, which of the competing lines or routes shall 
te used in the transportation of the freight.” 

The rights of shippers to route freight include: 1. The 
‘election of the initial routes; 2. The selection of the class 
ot service to be used, whether standard or differential, all- 
rail, all-water, or rail-and-water; 3. The selection of inter- 
mediate carriers, provided they are included in routes; 
‘. The selection of junction points, provided through routes 
and rates apply; 5. The selection of terminal or delivering 
carriers, 

These rights are, however, subject to reasonable excep- 


(ish parties to joint tariffs have the right to 


‘aca 
‘Interstate Commerce Act, Section 1, paragraph 4. 
terstate Commerce Act, Section 15, paragraph 8. 


tions and regulations which the Commission is empowered 
by law to prescribe from time to time. The regulations 
of the Commission are, of course, binding on the carriers 
and on the shippers and consignees. They take precedence 
over the routing directions of shippers and arrangements 
of the carriers. 


Publication of Rates Over Joint Routes 


The carriers are required to publish, post, and file all 
rates and charges applicable in connection with joint routes 
to which the lines are parties. If no joint rates are estab- 
lished over the joint through routes, the several carriers in 
the through routes are required to file with the Commis- 
sion the tariffs containing the separately established rates 
and charges applied to the through transportation. These 
tariffs must be posted in the stations of the carriers and 
kept open to public inspection.* 


The Commission and Routes 


The Commission is empowered by law to establish 
through rates and joint charges whenever it deems the 
establishment of through routes necessary or desirable in 
the public interest. This action may be taken by the Com- 
mission after full hearing of the case, either on complaint 
or on its own motion without complaint. The power of 
the Commission in establishing through joint all-rail routes 
and rates includes the authority over: 1. The joint rates; 
2. The joint routes; 3. The joint charges; 4. The maxi- 
mum rates and charges; 5. The minimum rates and charges ; 
6. The maximum and minimum rates and charges; 7. The 
joint classification to be used; 8. The terms and conditions 
under which the through routes are operated; 9. The divi- 
sions of rates and charges among carriers participating in 
the through traffic. 

In establishing through rates and routes, under normal 
conditions of operation, the Commission is governed by the 
following restrictions: 


First: Joint rates and routes may not be established by rail- 
roads and street electric passenger railways not engaged in the general 
business of transporting freight in addition to their passenger and 
express transportation business. 

Second: Joint rates and routes may not be established by the 
Commission involving carriers wholly by water. 

Third: The Commission, in establishing through routes, may not, 
as a rule, require any railroad, without its consent, to embrace in 
the route “substantially less than the entire length’ of its line and 
of any intermediate line, operated by it in conjunction and under 
common management or control, which lies between the termini of 
the through route, unless-the inclusion of the lines would make the 
route unreasonably long as compared with another practicable through 
route that could otherwise be established.‘ 


This limitation does not apply in cases where the Com- 
mission requires the common use of terminal facilities nor 
where one of the lines in the through route is a water 
carrier.® 

In brief, this provision of the law limits the power of 
the Commission in prescribing through routes to prevent 
the participating carriers from being “short-hauled,” unless 
to permit the carriers to enjoy the long haul would have the 
effect of making the route unduly roundabout as compared 
to competing direct routes. 

Interstate Commerce Act, Section 6, paragraph 1. 


4Interstate Commerce Act, Section 15, paragraph 4. 
‘Ibid, Section 3, paragraph 4, and Section 6, paragraph 3, 
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In times of emergency, such as periods of equipment short- 
age or traffic congestion, the Commission may establish tem- 
porary routes without such limitations if, in the opinion of the 
Commission, such routes are necessary or desirable in the pub- 
lic interest. Temporary routes may be established by the Com- 
mission at once on its declaration that an emergency exists. 
This may be done either on complaint or on the Commission’s 
own initiative without complaint, if it so orders, without answer 
or other formal pleading by the interested carriers.® 


Rail-and-Water Routes 


The Commission has jurisdiction over both rail and water 
common carriers engaged in interstate commerce in the follow- 
ing particulars: 

1. The establishment of physical connection between the 
lines of the rail carriers and the docks at which interchange 
is made between rail and water carriers by requiring the rail 
carriers to make suitable connections between their lines and 
tracks constructed from the docks to the limits pf the carrier’s 
rights-of-way, or by directing either or both the rail and water 
carriers, individually or in connection with one another, to con- 
struct and connect tracks to the docks with the lines of the 
rail carriers. The Commission has full authority to determine 
and prescribe the terms and conditions on which the connecting 
tracks are operated, and determine the amount to be paid to 
or by each carrier, either in the construction or operation of 
the tracks. The construction of trackage connecting the facili- 
ties of rail and water carriers is subject to the restrictions as 
to public convenience and necessity applied by the Commission 
in connection with the construction of all facilities used in inter- 
state commerce.’ 

2. The establishment of through routes and maximum joint 
rates between and over rail and water lines. The Commission 
may determine all the terms and conditions under which the 
lines are operated in handling the joint rail-and-water traffic. 

8. The establishment of proportional rates by railroad to 
and from the ports where the rail lines and water lines connect. 
The Commission is authorized to determine the traffic and ves- 
sels in connection with which the rates apply. Proportional 
rates, in the sense in which the term is used here, include the 
railway rates to and from the ports that apply only to traffic 
brought to the ports or carried from the ports by the water 
carriers, which differ from the corresponding local rates of the 
railroads between the same points of origin or destination and 
the ports. 

4. The establishment of similar through rail and water ar- 
rangements from the United States to foreign countries with 
other ocean lines. The interstate commerce act provides that, 
if amy railroad carrier subject to the act enters into arrange- 
ments with any water carrier operating from a port in the United 
States to a foreign country, through the Panama Canal or other- 
wise, for the handling of through traffic between interior points 
in the United States and foreign countries, the Commission may 
require the rail carrier to enter into similar arrangements with 
any or all other steamship lines operating from the same port 
in the United States to the same foreign country.’ 

Freight may be routed by shippers or consignees over any 
inland canal or coastwise waterway, or partly by waterway and 
part way by rail. No provision of the act gives anyone the power 
to change such routings.’ 


Unrouted Shipments 


If shipments of freight entering into interstate commerce 
are not routed by the shippers, the Commission may direct the 
routes the traffic takes after arrival at the termini of the origi- 
nating carriers or at the junction points where carriers connect. 
This is done by the Commission when required in the public 
interest or necessary in making a fair distribution of unrouted 
traffic among the connections of the originating carriers.” 


Carrier’s Liability for Routing 


Carriers are responsible to one another for failure to pro- 
tect the routings selected by shippers. If freight is diverted 
or delivered by one carrier to another contrary to the provisions 
of the routing instructions in the bill of lading, the carriers 
improperly diverting the traffic are jointly and severally liable 
to the carriers deprived of the right to participate in the trans- 
portation of the freight. The amount of damages due the injured 
carriers is calculated on the total amount of the rates or charges 
the carriers would have received had they participated in the 
hauls in accordance with the bill of lading instructions. The 
amount may be recovered in an action or suit in any court 
having jurisdiction. If the diversion or delivery of the property 





*Section 15, paragraph 4. 
TSection 1, paragraphs 18-22. 
8Interstate Commerce Act, Section 6, paragraph 13; Transportation 
Act, Sections 201 and 500. Panama Canal Act, Section 11, d; and 
Merchant Marine Act, 1920, Section 8. 
*Federal Control Act, Section 6. 
Interstate Commerce Act, Section 15, paragraph 10. 
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is the result of a lawful order, rule, or regul 
mission, the carriers making the changes “gmat the Com. 
The carriers to which traffic is improperly diverted « lable, 
liable in suits or actions against them for the amount ao 
rates or charges other lines have lost if they can a Of ‘the 
before transporting the freight, they had no notice, 5 ea, 
lading, waybills, or in any other manner, of the routin. . ills of 
tions. The burden of proof to establish the lack of ‘prio’ 
formation with respect to routing instructions is on th ao 
that geek to establish their ignorance. © carriers 
e plaintiffs seeking to recover damages i 
diverted traffic are allowed to recover renoenehie tone roeth 
in any judgments rendered.” CY fees 
The “joint and several liability” imposed Lies 
properly diverting traffic from is Be ines <a 2 
road the right to sue all the responsible carriers togethe ee 
select one or more of them for the objects of the suits ihe 


Rates Applicable in Absence of Routing 


When the tariffs of the carriers publishin 
do not contain any routing directions, the jolt vate Ba 
the tariffs are applicable between the points of origin and den 
tination specified via the lines of any and all carriers th “ 
parties to the tariff. . ies 

The shippers must not be required to pay hi 
than those published in the tariffs seniedling the pee ia 
not agreed on divisions of the rates via the junction through 
which the shipments move. If the agents of carriers vig whi 
no divisions of the rates apply bill or send shipments b th 
tariffs, the carriers must agree among themselves on the dir 
sions to be applied—subject, of course, to the power of th 
Commission to prescribe divisions of rates and charges.” ' 


“Section 15, paragraph 9. 
Mitchell versus Darricott, 3 Brev. (S. C.) 145 
BT ariff Circular No. 20, Rule 64. ; 


FRISCO ALLEGES REBATE 


The Traffic World Washington Bure 


The St. Louis-San Francisco, by means of a petition for the 
suspension of item 480, in supplement No. 2 to the Midland 
Valley’s I. C. C. 497, effective September 18, has brought an 
unusual situation to the attention of the Commission. The Mii. 
land Valley, in the schedule mentioned, offers to pay $1 per car 
toward the expense of maintaining loading crews, pipe line carry. 
ing charges and other costs incident to an oil company’s expense 
of maintaining such facilities for loading oil into cars standing 
on the Midland Valley’s tracks at Tulsa, Okla., if the loading 
racks are maintained by a shipper of petroleum having its 1 
finery and loading racks on the line of the protestant. The 
Midland Valley tariff says that it will absorb $1 per car of such 
expense in lieu of the absorption of the switching charges of 
the St. Louis-San Francisco. 

The protestant alleges that the tariff is clearly illegal and 
constitutes an offer to rebate because it contends that the cost 
of getting lading to the equipment of a carrier is part of the 
expense to be borne by the shipper. 

“The fact that the proposed rebate is published in a tariff 
does not affect its characteristics as such,” asserts the St. Louis 
San Francisco. “That merely throws light on the intelligence 
or ignorance of the author. A rebate is a rebate, whether it is 
hidden under a bushel or proclaimed to the world in electric 
lights. And the good faith and honest intentions of the author 
does not affect its legality. If the proposed tariff shouli 
become effective the rate on refined oil from Tulsa to Kansas 
City, Mo., for example, would be 25.5 cents per 100 pounds less 
$1 per car if the car were loaded at the racks located on the 
Midland Valley and owned by a shipper having a refinery and 
loading racks on the Frisco; whereas from other racks on the 
Midland Valley, not owned by a shipper having a refinery 0 
the Frisco, the rate would be 25.5 cents per 100 pounds without 
an allowance of $1 per car.” 

As to why the proposed allowance of $1 per car in lieu of 
the absorption of the Frisco’s switching charge on cars loaded 
at the loading racks of the Frisco was proposed M. G. Roberts 
attorney for the Frisco, alleged, on information and belief, that 
it was made on account of the proposal of a refiner at Tulsa 
to abandon the use of a loading rack he had on the rails of the 
Midland Valley, fed by a pipe line from his refinery, becals 
the loading could be done at less cost into a car spotted # 
the loading rack on the Frisco. 

In such a case the Midland Valley would have to absorb the 
cost of getting the car to its own rails, namely, the switching 
charge of the Frisco, assumed by Roberts to be $6.50. Roberts 
contended that the fact that the cost of getting a car of oll for 
a road haul at a lesser expense by means of the allowance” 
the shipper was less than by switching did not remove thé 
taint of illegality. The Midland Valley contended that the a 
rangement would not be illegal. 
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Aviation News 


Pe i 
NEW AERONAUTICS SECRETARY 


In selecting Clarence M. Young as successor to William P. 

yacCracken, Jr., for the position of Assistant Secretary of Com- 
merce for Aeronautics, President Hoover picked a man with 
sviation experience extending over more than a dozen years. 
idministration of the air commerce act of 1926, with which the 
secretary of Commerce is ‘a 
charged, is handled through 
the office of the assistant 
g ary. 
— a who has the 
rank of major in the army 
air corps reserve, entered 
the army air service in May, 
1917, and served eighteen 
months overseas. On a 
fight over the Italian front 
he was shot down by anti- 
aircraft, was taken prisoner 
and was held by the enemy 
for five months. His avia- 
tion experience, however, 
has not been limited to mil- 
itary air service. He pio- 
neered in commercial avia- 
tion immediately following 
the war and was one of the 
frst to engage in the sale 
of aircraft for civilian use. 
He is a licensed pilot and 
as director of the aero- 
nautics branch of the de- ; 
partment he has traveled extensively by airplane in connection 
with his duties. 

Major Young was appointed chief of the air regulations 
division of the aeronautics branch in September, 1926, in which 
capacity he built up the aeronautics inspection force that is 
now carrying out licensing, identification and inspection of civil 
aircraft, and also licensing of pilots and mechanics and the en- 
forcement of air traffic rules. Preliminary to this, he directed 
the final preparation of the air commerce regulations which 
were promulgated as the result of the air commerce act of 
1926. On July 5, 1927, he was appointed director of aeronautics. 
His home is in Des Moines, Ia. 

Mr. Young will not assume the duties of his new position 
until about the first of October, Assistant Secretary MacCracken 
having agreed to remain in office until that time. 


GROWING AIRMINDEDNESS OF U. S. 
The Trafic World Washington Bureau 


That America is very definitely taking to the air is evidenced 
by the increasing number of applications for pilot’s licenses 
reaching the Department of Commerce, which numbered 14,850 
for the first six months of the present year, according to sta- 
tistics made public by Clarence M. Young, who has been ap- 
pointed Assistant Secretary of Commerce for Aeronoutics. 

As an example of the unusual care that the government 
took to insure that each applicant was qualified to hold a pilot’s 
license, Mr. Young ppinted to the stringent physical examina- 
lion to which each prospective pilot was subjected. 

Piloting of aircraft, more than any other activity, perhaps, 
demands a high grade of physical fitness because of the unusual 
strain to which the human system is subjected, according to 
Mr. Young. 

Under the regulations of the Department of Commerce gov- 
‘ming physical examination of applicants for pilot’s licenses, 
athorough examination of the ears, nose, and throat are provided 
for, Since it is a matter of common medical knowledge that 
diseased or obstructive conditions of these organs will cause 
focal infections or interference with free breathing. Another 
factor of primary importance in the examination is balance. 
Since the pilot of an aircraft is constantly changing his plane 
ot equilibrium, a normal motion-sensing mechanism is abso- 
lutely essential, 

Most important of all, according to Mr. Young, the applicant 
re submit to a thorough examination of the eyes. This in- 
cludes a test of far and near vision, color vision, judgment of 





— and eye muscle balance; for not only must the pilot 


ble to see clearly and judge distance from earth, trees, 








buildings, and other planes, but he must also be able to detect 
the differentiate navigational beacons, airport lights, colored 
panels used in signaling, and various characters of terrain in 
preparation for a landing. 

The pilot, too, must be able to change his focus from far 
to near in order properly to read his airway map and observe 
the numerous dials on the instrument board; he must also have 
normal visual fields which will enable him to look straight ahead 
and yet see out of the “tail” of his eye. 

A physical reexamination is required before each renewal 
of a pilot’s license. In the case of transport and limited com- 
mercial pilots this is every six months. In all other grades the 
interval is one year. 

In order that the physical examinations may be carried on 
with the least inconvenience to applicants for licenses, the 
Secretary of Commerce has designated approximately 700 prac- 
ticing physicians throughout the United States to act for the 
department. 

Reports of all examining physicians are reviewed in the 
medical division at Washington under the supervision of Dr. 
L. H. Bauer, medical director, where physical qualification or 
disqualification is finally decided. 

o 


REFUELING COMMERCIAL PLANES 
The Trafic World Washington Bureau 


To determine whether refueling of planes in the air may 
be adopted by commercial transcontinental air mail planes, the 
Secretary of War has approved a request of the United Aircraft 
and Transport Company that the army air corps cooperate with 
it in a transcontinental experimental refueling flight. 

Under the plans, the flight was scheduled to start August 
30 at Oakland, Calif. The plane was to go to New York and 
return to San Francisco. If the condition of the equipment on 
return to San Francisco permitted, the program called for con- 
tinuation of the flight, as follows: San Francisco to New York, 
New York to San Francisco, San Francisco to New York to 
Philadelphia, Washington, Pittsburgh, Cleveland, Chicago, Mil- 
waukee, Detroit, Cleveland, Buffalo, Rochester, Syracuse, Albany, 
Boston and New York. This circuit was to be made a second 
time and the flight was then to continue from New York to 
San Francisco to Los Angeles to San Francisco and such re- 
maining flights over the transcontinental mail route between 
San Francisco and New York as the condition of the equipment 
might warrant, according to the War Department announce- 
ment, continuing as follows: 


The purposes of the flight are: To determine the practicability of 
refueling in flight to the transcontinental air mail; to determine 
whether refueling in flight may be made practicable for cross-country 
flights; to secure maintenance and duration data on high powered 
engines under operating service conditions carrying pay loads; and 
to give the personnel practice in this type of work. 

The following personnel have been designed to represent the air 
corps: 

Capt. Ira C, Eaker and First Lieutenant B. S. Thompson, air 
corps, have been selected as pilots for the Boeing mail airplane which 
will make the flight. 

Capt. St. Clair Street, First Lieutentant Newton Longfellow, and 
Second Lieutenant I. A. Woodring, air corps, with three enlisted men 
to be designated later, are to be the crews for the C-1 transport planes 
for refueling. 


AIR FREIGHT TRAFFIC ABROAD 


The quantity of freight handled in Switzerland by com- 
mercial air service companies this year has increased consid- 
erably over that of 1928, according to a report from the Swiss 
airport customs offices transmitted to the Department of Com- 
merce from the office of the commercial attache at Berne. 

Freight is shipped by air to Germany, England and the 
Netherlands principally. That shipped to France, Austria, Po- 
land, Sweden and Czechoslovakia is déscribed as of secondary 
importance, while that to Belgium, Spain and the Balkan states 
is said to be of no great importance. Imports by air equal 
approximately one-half of the exports. Transshipments, espe- 
cially between Germany, Austria and Spain are heavy and in- 
creasing in volume. Cooperation between air and railroad trans- 
portation services is good and it is said that the matter of speed 
in transportation is the controlling factor. 

Silk goods, embroideries and wool knit goods go principally 
to England. Fruit and flowers come from the Netherlands. 
Machinery and automobile replacement parts, weaving ma- 
chinery, etc., are shipped in all directions. Jewelry comes from 
Czechoslovakia and furs and dress models from Paris. Other 
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products which have been carried by air are phonograph rec- 
ords, perfumery, chemicals, pharmaceuticals, old masters, elec- 
trotechnical and optical goods, leather goods, films, adding ma- 
chines, books, and, among the light freight, dogs, chickens, 
pheasants and a parrot. 


AIR TRAFFIC CONFERENCE 


A national air traffic conference under the auspices of the 
Aeronautical Chamber of Commerce of America will be held at 
Kansas City, Mo., September 16, 17 and 18. 

The conference will bring together for the first time, ac- 
cording to the chamber, the “empire builders of the twentieth 
century”—men charged with the development of a vast system 
of air passenger, mail and express lines. 

Such a conference, according to Frederick B. Rentschler, 
president of the chamber, and Paul Henderson, president of the 
American Air Transport Association, is necessary “now to per- 
fect a vast system of coordinated air transport lines for the 
air traveler and to save millions of dollars which might be 
wasted in faulty development.” 

“It will be the first time that the traffic executives of the 
air lines, who are responsible for the building of public patron- 
age, will be brought together, and for many it will be their 
first meeting with fellow air transport executives,” said the 
chamber. “The development of air lines has been so rapid and 
in so widely separated sections of the country that the person- 
nel of few of the companies have been able to meet or exchange 
ideas.” 


AIR LAW ACTIVITY 

Two hundred and fifty bills on aeronautic subjects were 
introduced in state legislatures in the 1928-29 sessions, accord- 
ing to a report of the Aeronautic Chamber of Commerce of 
America. Of the total, 106 were passed, 65 were defeated and 
the remainder were not acted upon. 

Forty-one states, according to the report, considered such 
legislation in the year and 36 states enacted laws on the 
subject. 

“That the separate and individual activities of 41 jurisdic- 
tions by 41 separate legislative groups did not produce a more 
chaotic condition is something worthy of remark,” says the re- 
port. “In view of the number of jurisdictions, the general 
effect of the statutes operating within the respective states 
has resulted in a uniformity that must be deemed com- 
mendable.” 

The major part of the legislation had to do with regulation 
of aircraft and the establishment of airports. 

Illinois and Michigan, according to the report, passed laws 
authorizing railroads to transport by airplane, while a similar 
law was defeated in Missouri. 


AIR LINES OF THE WORLD 


Germany’s air line mileage in operation in 1928 exceeded that 
in the United States, according to statistics made available by 
the Department of Commerce. 

The total miles of air lines in operation in Germany were 
18,540, according to a compilation made by Brower V. York, 
chief of the information section of the aeronautics trade divi- 
sion of the department. The corresponding figure for the United 
States was 16,667. 

The United States, however, had far more civil aircraft in 
1928 than Germany, the totals having been 6,320 and 535, re- 
spectively, and the number of aircraft employed in regular 
sorvice in the United States in 1928 was 6,320, as compared with 
190 in Germany. 

Miles flown in regular service in the United States in 1928 
totaled 10,673,450, while in Germany the total was 7,030,565. 

Planes in regular service in the United States carried 49,713 
passengers, while those in Germany carried 115,000. 

By far more mail was carried by planes in the United 
States than in any European country, the total having been 
4,061,210 pounds, as against 1,130,000 pounds in Germany in 
1928 and 1,607,280 pounds in France in 1927. 

Baggage and goods carried in regular service in the United 
States in 1928 totaled 1,847,836 pounds, as against 4,282,000 in 
Germany. 

France, in 1927, had 11,542 miles of air lines in operation. 
Figures are given for many other countries. 


STEEL TO THE SOUTHWEST 


The Trafic World Washington Bureau 


Another phase of the contest between the non-concurrent 
rail-and-water lines on the one hand and the all-rail lines on the 
other, for the iron and steel tonnage moving to the southwest, 
has been presented to the Commission in schedules filed on 
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behalf of the first mentioned and a request for their suspengj 

by the Chicago Association of Commerce and S0-called nslon 
pendent steel mills in the Chicago district. The non-cohcame” 
lines, in tariffs filed by W. J. Sedgman, their agent, haye n° 
posed a reduction of 7.5 cents per 100 pounds from rt 
steel mill points such as Bethlehem, Pa., and Sparrow’s oe 
Md., to Texas group 3 points, Dallas, Denison and Corsicana a” 
illustrative, effective September 5. a 

The reduction is intended as a thrust counter to the moy 
made by the Pennsylvania and the Central Freight Associatj . 
lines, in the form of nominal, exceptionally low proportionals “ 
steel from Youngstown, O., Cleveland, O., Pittsburgh, Pg pro 
points near Buffalo, N. Y., to western seaboard basing Doints of 
which McKeesport is illustrative. The low proportionals Pro 
posed by the Pennsylvania and the Central Freight Association 
lines became effective July 10. (See Traffic World, July 13 
p. 87.) ™ 

Those low proportionals, running down to as little as 10 
cents per ton, had the effect of enlarging, beyond the desire of 
the non-concurrence lines, the area from which steel for the 
southwest could be drawn over the water-rail routes from the 
north Atlantic ports to the southwest through the absorption 
by the non-concurrence lines, of the local rates of the non-cop. 
curring original rail lines to the north Atlantic ports. 

In support of his tariff, supplement No. 5 to his I. C. C. No 
202, effective September 5, Sedgman said that the object was 
to restore, in part, the situation as it existed prior to July 1), 
He said that the low proportionals which became operative op 
that date deprived the eastern mills of some of the advantages 
their location entitled them to. 

The Chicago protest, made generally for members of the 
association, and specifically in behalf of the Acme Stee] Co., 
Clayton Mark & Co., Inland Steel Co. and the Interstate Iron 
and Steel Co., represented the Chicago steel interests as being 
between the upper and the nether millstones, the moves of the 
non-concurrence lines, the Pennsylvania and the Central Freight 
Association lines being set forth as both being adverse to the in. 
terest of Chicago. The mills in that district use the all-rail 
routes to the southwest. Their competitors as near them as 
Cleveland and Lorain, O., are able, by reason of the low pro- 
portionals, which, in effect, puts them into western seaboard 
basing point territory, to use the non-concurrence rates. 

In addition to asking for the suspension of the Sedgman 
schedules, the Chicago protestant directed the attention of the 
Commission to the fact that, while the low proportionals and 
the non-concurrence rates, by their dates, expire on October /, 
the intention of the makers of each class of rates, as set forth 
in various of their communications, is to extend the effective 
date of those rates, from time to time, to expire with the effec- 
tive date of the Commission’s decision in the matter of such 
rates in connection with the reopened Consolidated Southwestern 
Cases. In the original report in that case, the Commission held 
the non-concurrence rates unlawful. But it reopened that phase 
of the subject. Examiner Bardwell, as noted in the Chicago 
protest, recently made a proposed report in that matter. (See 
Traffic World, August 17, p. 399). The Chicago Association of 
Commerce said that it desired to renew its protest against the 
low proportionals and to protest against the extension of thelr 
expiration dates and the non-concurrence rates schedules. 


COASTAL TIN CAN RATES 


The Lee Roy Myers Company, of Savannah, Ga., in docke 
No. 56, has filed a complaint with the Shipping Board agains 
the Merchants and Miners Transportation Company, assailing 
as unreasonable the first class rate of 99 cents a hundred pounds 
on less-carload shipments of empty tin cans from Baltimort 
Md., to Savannah, Ga. Complainant alleges that there was col 
temporaneously in effect in the same tariff of defendant 4 
commodity description providing for a rate of 34 cents, C. L, 
from Baltimore to Savannah, minimum 10,000 pounds. It con 
tends that the defendant’s tariff is governed by Southern Clas 
sification No. 48, J. H. Dulaney’s S. B. C. No. 10, which unde 
rule 15 thereof provides that the charges on a less-carload 
shipment shall not exceed the charges on the same shipmetl 
on the basis of the carload rates and minimum carload weish 
Only reparation is sought by complainant, who says the rl 
of 34 cents on the basis of the 10,000-pound minimum has beél 
protected since September 3, 1928. 


NEW TRAFFIC SCHOOL IN NEW YORK 


George A. Rautenberg, president and general manager © 
the College of Advanced Traffic, which has been conducting 
residence school of traffic and traffic law in Chicago for sevé™ 
years, is in New York, supervising personally the oragnizatiol 
of a similar school, under the same name in that city. He 
being assisted by G. J. Ruby, registrar. The first New Yor 
class will open on September 16. 
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OCEAN FREIGHT RATES 
The Traffic World New York Bureau 


A generally firm tone was noted in the full cargo markets 
hroughout the week, though trading was maintained at a low 
yvel.of activity and no marked change in conditions was ob- 
grved. Vessels continued scarce, and demand from shippers 
or extra space was almost non-existent. Brokers advised their 
Jients that no signs of any break out of the current rut could 

n. 
‘ ‘Slightly more interest in grain traffic was noticeable. Two 
wssels were reported chartered, one from Montreal to Rotter- 
iam at 9% cents for the first half of September, and the other 
i 11 cents for the last half of the month. Current rates on 
avy grain are quoted as follows: 


From Montreal for September loading, 2s 3d to 2s 4%d to the 
tnited Kingdom, 10 to 11 cents to _Antwerp-Rotterdam, 11 to 12 
ents to Hamburg-Bremen, 14 to 15 cents to the Mediterranean; 
fom Montreal for October loading, 2s 6d to 2s 9d to the United 
Kingdom, 12 to 12% cents to Antwerp-Rotterdam, 13 to 13% cents 
» Hamburg-Bremen, 16 to 16% cents to the Mediterranean; from 
te Gulf for September loading, 38s 3d_to 3s 44%d to the United 
Kingdom, 14% to 15 cents to Antwerp-Rotterdam, 15% to 16 cents 
» Hamburg-Bremen, 1844 to 19 cents to the Mediterranean. 

Congestion at River Plate ports is expected to delay a con- 
siderable volume of shipping for the next several weeks, with 
the result that surplus vessels will be kept away for the north 
itlantic trades. It is believed that this will tend to strengthen 
full cargo rates in the European trades. 

Trades other than grain continue to show the same abnormal 
wietness that has prevailed throughout the summer, with no 
yrticular change in rates or other conditions. 


Intercoastal Groupings Unchanged 


Under the new agreement adopted by the Intercoastal Con- 
frence lines the groupings of the lines remain unchanged, with 
the Luckenbach, American-Hawaiian and Dollar lines in group 
4and the others in group B. The lines in the latter group are 
0 be permitted sailings up to a weekly basis. The period of 
wtice for withdrawal from the conference remains fixed at 120 
jays. All of the points at issue have been settled and definitely 
dosed, R. C. Thackara, chairman of the conference, announced. 
The agreement is to be submitted to the Shipping Board next 
week for its approval. 

Overtonnaged condition of the trans-Pacific trade is said 
to be leading to softening of homeward rates from the Orient. 
Rates on silk, rubber and other important commodities are re- 
ported to have been affected by this condition and further re- 
ductions are anticipated. Conditions have been aggravated by 
the announcement by the Klaveness Lines, of Norway, of its 
intention to put a fleet of motor driven freighters in the trans- 
Pacific trade about the end of the year and that other foreign 
concerns contemplate entering the trade with fast modern ships. 

With the sailing of the steamer City of Flint from Phila- 


ielphia on September 10 for London and Hull, via Baltimore, 
Hampton Roads and Boston, the Southgate-Nelson Corporation, 
‘recently organized subsidiary of the Nelson Steamship Com- 
lany, will begin operation of the Shipping Board’s United King- 
tom service under the trade name of the American-Hampton 
Roads Line. 
¥ere operated by J. H. Winchester & Co. as the outport service 
ithe American Merchants’ Line before Paul W. Chapman 
bought the five passenger liners of that service. The new 
rators will maintain fortnightly sailings from Philadelphia 
~ _ ports to London and Hull and Leith and Dundee alter- 
ely, 


The service comprises five cargo vessels which 


Officers of the new operating company are Felix Taylor, 


iee-president in charge of traffic; Major F. W. Locke, vice- 
ee in charge of operations, and H. C. VanDoorn, traffic 
ahager, 
Ctleago will be the United States Lines, Inc.; in Philadelphia, 
the Interocean Steamship Company; in Baltimore, the Export 
Steamship Company; in Norfolk, the Southgate-Nelson Corpora- 
‘on, and in Boston, Rogers & Webb. 


The booking agents of the line in New York and 


The Blue Funnel Line will revive its service from Baltimore 


‘0 Shanghai, Yokohama and Kobe with the sailing of the steamer 
Peleus on September 7. Other Far East sailings scheduled are 
Bank Line steamers Tymeric and Trentbank on August 26 and 
September 26, the Isthmian Line steamers Birmingham City on 


‘ptember § and an unnamed vessel on October 8, the Osaka 





Shosen Kaisha Line steamer Havana Maru on October 14 and 
a steamer of the American Pioneer Line on September 10. 


New Baltimore Service 


A new and definite move toward reviving Baltimore’s one- 
time importance in the ocean passenger-carrying trade was an- 
nounced by the American Scantic Line. Ten freight ships of 
the line are to be reconditioned immediately to provide facili- 
ties for fifty passengers each, according to John Conderman, 
general manager of the Baltimore office. Promenade and sun 
decks are to be added to all ships, in addition to dining saloons, 
lounges and smoking rooms. Power equipment of the fleet will 
be remodeled to add to the speed of the ships. 

The fleet now plies between Boston, New York and Scan- 
dinavian and Baltic ports, with an agreement with the Polish 
government for regular service to that country. Under the 
tentative new plans, alternate ships will come to Baltimore, pro- 
viding a bi-weekly service. Several ship lines, including the 
North German Lloyd, recently were reported surveying the 
possiblities of resumption of passenger service. 


Luckenbach Joins Weighing Bureau 


With the settlement of the intercoastal conference diffi- 
culties at New York last week, the Luckenbach Steamship Com- 
pany has joined the weighing and inspection bureau recently 
established by the conference on the Pacific coast. The bureau 
is now functioning with all members of the conference and 
increased inspection forces are expected to be added to the 
bureaus at both San Francisco and Los Angeles, according to 
announcement made by H. M. Runyon, Pacific coast representa- 
tive of the conference. 

That the Panama Pacific Line shortly contemplates an ex- 
tension of its service, reports of which have been in circulation 
on the west coast for some time, is indicated in the visit to the 
Pacific slope of Robert I. Walker, general freight manager of 
the line, with headquarters in New York. Mr. Walker arrived 
in Los Angeles on the company’s liner California. 

A report has been in circulation for some time that, with 
the company contemplating the building of three more passen- 
ger and cargo liners which will give the line a fleet of six ves- 
sels, additional ports are to be added to the company’s itinerary. 
It has also been reported that the Panama Pacific Line was 
considering the advisability of putting in its own “feeder” freight 
organization, but concerning these reports Mr. Walker had 
nothing to say. 

Prospects for expansion of Pacific coast Europe traffic are 
very promising, in the opinion of Ernst Glaessel, director-general 
of the North German Lloyd, who arrived here on the maiden trip 
of the Bremen and sailed on the same vessel after making a 
tour of the Pacific coast and the offices of the line in this 
country and Canada. 

“I wish,” said Mr. Glaessel, “that I could say prospects 
were as good in Germany as they are on your Pacific coast.” 
The company, he said, is now operating five new vessels in 
the north Pacific service, with sailings every three weeks. In 
1924 it had only two boats in the trade. The vessels now in the 
service include the Donau, Isar, Schwaben, Salle and the Havel, 
the latter two being motorships and the others steamers. 

Results obtained with the Donau, which is partly operated 
with pulverized coal, Mr. Glaessel said, have been better than 
expected, and the next vessel to be built by the company, which 
is to be operated in the Rhine and North Sea service, will burn 
pulverized coal. The Donau and the Isar, he added, were built 
for a speed of 15 knots, but he had been informed that the Donau 
on her first voyage from the Panama Canal up the Pacific coast 
had made 17 knots. 


OCEAN AGREEMENTS APPROVED 
The Trafic World Washington Bureau 


Approval of eleven agreements among ocean carriers and 
the cancellation of an agreement, filed by carriers under section 
15 of the shipping act of 1916, were voted by the Shipping Board 
at its regular weekly meeting August 28. The agreements ap- 
proved follow: 

Gulf Pacific Line with American Mail Line, Blue Funnel Line, 
Java-Pacific Line, Kerr Steamship Company, Inc., Nippon Yugen 

isha, Oceanic & Oriental Navigation Co., Osaka Shosen Kaisha, 
States Steamship Co. and Tacoma Oriental Steamship Co.: Arrange- 
ment for through movement of, and apportionment of earnings on, 
shipments from Gulf ports to Oriental ports, transhipped at Los 
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Angeles Harbor, San Francisco, Portland or Seattle. Through rates 
are to be no lower than direct line rates of the Far East Conference 
and are to be apportioned equally between the participating carriers 
after deduction of cost of transhipment. 

Quaker Line with American Mail Line, Blue Funnel Line, Java- 
Pacific Line, Kerr Steamship Co., Inc., Nippon Yusen Kaisha, Oceanic 
& Oriental Navigation Co., Osaka Shosen Kaisha, States Steamship 
Co. and Tacoma Oriental Steamship Co.: Through billing arrangement 
covering shipments from Far East ports to New York, Philadelphia 
and Norfolk, with transhipment at Los Angeles Harbor, San Francisco, 
Portland or Seattle. Through rates are to be those of the originating 
carriers and are to be apportioned equally between the lines, subject 
to minimum of $4.50 to Quaker Line. Transhipment charges are to 
be borne in equal proportion by the participating carriers. 

The New York & Porto Rico Steamship Co. with Ellerman & Buck- 
nall Steamship Co., Ltd.: Agreement covering through movement of 
shipments of onions from Alexandria, Egypt, to Porto Rico, via New 
York. Through rates under the agreement are to be $1.08 per bag 
of 112 pounds in quantities of 50 tons or over and $1.14 per bag on 
less quantities, out of which the New York & Porto Rico Steam- 
ship Co. is to receive its full local rate plus transfer charges, the 
remainder of the through rate accruing to the originating carrier. 

Gulf Pacific Line with Blue Funnel Line: Agreement in respect 
to through shipments from ports in the Orient (including Manila, 
P. I.) to Kingston, Jamaica, with transhipment at Seattle. Rates 
applicable are to be fixed by the Blue Funnel Line and apportioned 
equally vetween the carriers, subject to minimum proportion of $9 
per 40 cubic feet to Gulf Pacific Line. Cost of transhipment is to 
be borne equally by the carriers. The agreement is subject to can- 
cellation upon 30 days’ notice by either party. 

Gulf Pacific with Gulf Mail Steamship Co., Inc.: Arrangement 
covering through movement of shipments of canned fish, fruits, vege- 
tables, dried fruits, wrapping and printing paper at agreed through 
rates from Pacific Coast ports to Progreso, Mexico, subject to mini- 
mum bill of lading charge of $8.75. Through rates are to be appor- 
tioned five-eights to Gulf Pacific and three-eights to Gulf Mail after 
deduction of cost of transhipment at New Orleans. 

Redwood Line, Inc., with Pioneer Line: Through billing arrange- 
ment covering movement of shipments from Mobile and New Orleans 
to Mare Island Navy Yard, with transhipment at San Francisco. 
Through rates are to be Redwood Line’s local rates to San Francisco 
plus its arbitraries to Mare Island, out of which it is to absorb pro- 
portional rates of the Pioneer Line. Transhipment expenses includ- 
ing drayage and toll charges are to be absorbed by Redwood Line, 
the Pioneer Line to call at Redwood’s pier when cargo aggregates 
10 tons or more, thus eliminating drayage charges. 

Redwood Line, Inc., with Cuyamel Fruit Co.: Through billing 
arrangement covering movement of shipments from Pacific Coast 
ports to Mexican ports served by Cuyamel Fruit Co., with tranship- 
ment at New Orleans. In respect to commodities shown therein 
through rates and divisions are to be as set forth in Pacific Coast- 
Gulf Eastbound Outport Minimum Rate List No. 1, while in respect 
to commodities not specified therein through rates and divisions 
are to be as agreed from time to time by the lines. 

Dollar Steamship Line with Dimon Steamship Corp.: Arrangement 
covering through movement of shipments from Atlantic Coast ports 
to Oriental ports, with transhipment at San Francisco. Through rates 
are to be assessed in accordance with rates and conditions author- 
ized by Far East Conference tariffs, the through rates to Oriental 
base ports and transhipment costs to be apportioned equally between 
the lines, subject to minimum net rate of $5 per ton to Dollar Line. 
On traffic to Oriental outports Dollar Line is to receive all of the 
excess of the through rate over the rate to Oriental base ports. 

Dollar Steamship Line with Dimon Steamship Corp.: Agreement 
providing for through movement of shipments from Oriental ports to 
Atlantic Coast ports of call of Dimon Line, with transhipment at San 
Francisco. Through rates are to be assessed in accordance with 
applicable conference rates to North Atlantic ports subject to minimum 
through rate from Dollar Line loading ports of $9 per ton, through 
rates from Dollar Line loading ports and transhipment expense to be 
apportioned equally between the lines. On traffic originating at points 
beyond Dollar Line loading ports Dollar Line to receive the full expense 
from ports of origin to shipside before division of through rates. 

Redwood Line, Inc., with Oceanic & Oriental Navigation Co.: 
Arrangement covering movement of shipments from Gulf ports to 
Australian and New Zealand ports of call of the Oceanic & Oriental 
Navigation Co., with transhipment at San Francisco. Through rates 
are to be the same as rates of North Atlantic Australia Conference 
and are to be apportioned equally between the lines, subject to 
minimum through rate of $14 and minimum proportion of $8 to 
Oceanic & Oriental and $6 to Redwood. Inward tolls at San Fran- 
cisco are to be absorbed by Redwood and outward tolls by Oceanic 
& Oriental, while cost of drayage is to be assumed in equal propor- 
tion by the lines. 

Nelson Steamship Co. with Oceanic & Oriental Navigation Co.: 
Through billing arrangement covering movement of shipments from 
Norfolk, Baltimore or Charleston to Australasian ports of call of the 
trans-Pacific carrier, with transhipment at San Francisco or Los 
Angeles Harbor. Through rates are to be no lower than direct line 
rates of the North Atlantic Australia Conference and are to be di- 
vided equally between the lines after deduction of transhipment costs 
at Pacific Coast ports, subject to minimum proportion of $8 per ton 
weight or measurement to the Oceanic & Oriental. 


The board also approved the cancellation of the following 
agreement: 


The agreement was between the members of the Pacific Coast- 
Australasian Tariff Bureau (Canadian Australasian Royal Mail Line, 
Matson Navigation Co., Transatlantic Steamship Co., Ltd., Union 
Steamship Co. of New Zealand and the Oceanic & Oriental Naviga- 
tion Co.) and Gulf Pacific Line, Luckenbach Steamship Co., Inc., 
Redwood Line, Inc. (formerly Finkbine-Guild Transportation Co.) 
and Transmarine Lines, and provided for through movement of ship- 
ments from Gulf ports to main ports of call in Australia and New 
Zealand, and apportionment of the through rates equally between the 
participating carriers. 


LOANS FOR NEW SHIPS 
The Trafic World Washington Bureau 
Loans to be used in aid of constructing four combination 


passenger-cargo vessels for the American Export Lines, which 
operates between New York and Mediterranean and Black Sea 
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ports, have been granted to the Export Steamship Corporation 
New York, owners of the lines, by the Shipping Board, . 

Contracts for construction of the vessels already have been 
made with the New York Shipbuilding Company, Camden New 
Jersey, and work will now proceed without delay. The loans Will 
amount to three-fourths of the construction cost of the Ships 
and interest will be charged at the minimum rates provided jp 
the merchant marine act of 1928. The loans total $6,675,000 fo; 
the ships. For certain equipment an additional loan of $295 49 
will be made. ais 

The vessels are to be combination passenger and cargo 
ships designed especially for the trade routes covered. The 
ships will be capable of sustained sea speeds of approximately 
14 knots and accommodations will be provided for 19) 
passengers. 

Plans for the vessels were submitted to the Navy Depart. 
ment for review and they have received the approval of the 
Secretary of the Navy, as well as that of Shipping Boarg 
experts. 

Repayment of the loan will be made in 20 annual instal}. 
ments, with interest payable semi-annually. The Shipping Boarq 
maintains its interest in the ships through blanket first preferreg 
mortgages on them, and it is provided that the ships shall remain 
under United States registry throughout the _ twenty-year 
period for which the loan is made. 

Commenting on this action, Chairman T. V. O’Connor, of the 
board, said: 


This important action would have been impossible without the 
enlarged powers conferred upon the United States Shpiping Board py 
the Jones-White act of 1928. The board is well aware that the con- 
struction of superior types of ships by the many maritime nations 
of the world has greatly advanced the standards of modern ocean 
service. 

I want to say that this steamship company, facing the severest 
kind of competition in a pioneer route operated on a large scale, has 
steadily built up both its export and import business with truly 
admirable courage. In granting this loan the government is lending 
its support to an American company which is doing its part in build- 
ing up the American merchant marine. 

To carry out the mandate of Congress we are prepared to the 
utmost limit of our ability to aid other owners of American ships 
to meet the stern competition produced by new construction in the 
shipyards of other nations. 

At the present time we have useful ocean servcies operated 
privately, or publicly, on all of the important trade routes which 
originate or terminate in ports of the United States. These services 
must be, and will be, improved by new construction to be speedily 
undertaken in American shipyards. Publicly owned ships are to be 
transferred to private hands before the new construction is under- 
taken, and such transfer will be effected as speedily as possible. 


In the meantime, the Shipping Board solicits in behalf of the 
American ships which are now being operated a further increase in 
the generous and patriotic support which American business men, 
Amercan planters, American farmers, and American travelers have 
accorded to ships flying the flag of the country in which they have 
achieved their success. 

In our fight for an American merchant marine we have been 
criticized by our competitors and by some misguided Americans for 
waving the American flag in a field alleged to be purely economic. 
We have not stopped waving our flag, nor do we intend to. If a flag 
is good enough to follow, it is good enough to wave. 


SEEK MAIL CONTRACT DECISION 


The Trafic World New York Bureau 


A solution of the present mixup in Washington with respect 
to the award of ocean mail contracts and the sales of Shipping 
Board services to private interests is believed by many shipping 
men to lie in the enactment of legislation amending the mer 
chant marine act known as the Jones-White bill, so as to re 
move all doubts as to what Congress intended when it passed 
the measure by an overwhelming vote more than a year ag0. 

Foremost among the suggestions advanced by shipping &- 
perts is that the law should make it mandatory for a mail 
contract to accompany all future sales of Shipping Board serv 
ices. Prospective bidders should not only be invited to bid o 
the service, but on the ocean mail contract covering the route. 
In this way shipping men would be assured in advance that 
they would receive the aids contained in the Jones-White bill 
and they could make their bids accordingly and the award would 
be based on the combination high bid for the service and the 
low bidder for the ocean mail contract. 

Were such provisions already in force the governmelt 
would not now be faced with the difficult problem of award: 
ing the mail contract for the route covered by the Gulf-Brazil- 
River Plate service between the Gulf and the east coast of South 
America. Although the Mississippi Shipping Company recently 
purchased this service from the Shipping Board, it submitted 
the maximum figure for the mail contract, only to have the 
Munson Line underbid it. 

Under the law, the bid must go to the low bidder who 
agrees to meet all requirements; but if the contract is awarde 
to the Munson Line, and it is reported that it will be, the Ms 
sissippi Shipping Company will probably be forced to turn the 
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ships back to the government, as it will not be able to carry 
on without government aid. 

Although the present bill does not make it mandatory for 
the government to award mail contracts for each Shipping Board 
grvice sold, it is held that such is the intention of the Jones- 
White bill, which was designed for the purpose of providing aids 
attractive enough so that private interests could acquire the 
government’s services and operate them in foreign trades with 
, fair degree of success. 


U. S. LINES’ MAIL CONTRACT 


Application of the United States Lines, Inc., operator of 
the Leviathan and other trans-Atlantic passenger ships recently 
acquired by the company from the Shipping Board, for an ocean 
mail contract under the Jones-White merchant marine act, is 
pending before the Postmaster-General. 

Question has been raised as to whether the United States 
Lines, Inc., because of statements as to profits in a prospectus 
relating to the sale of its stock, should enjoy the aid that might 
be conferred by the government under the ocean mail provisions 
of the merchant marine act. The Postmaster-General took the 
position in a letter sent to Joseph P. Sheedy, general manager 
of the U. S. Lines, that the indicated financial condition of the 
steamship company did not justify a postal contract as sought 
but that he would be glad to hear further from the company. 

Since the United States Lines, Inc., bought the ships from 
the board, it has been assumed that ocean mail contracts under 
the merchant marine act would be negotiated. In a statement, 
Mr, Sheedy said: 


The United States Lines and the American Merchant Lines are 
nw carrying mail, payment for which is made by the government on 
apoundage basis. The hearings in Washington before the interde- 
partmental committee merely involve a change from the poundage 
basis to a contract basis extending over a period of years. The sum 
involved in this change is an increase in the gross revenue of approx- 
imately $500,000 per annum. 

This matter is to be determined by the interdepartmental com- 
mittee upon the return of the various members from their vacations. 
It seems clear that if the declared intention of Congress in the mer- 
chant marine act of 1928 is to be given effect it must apply to these 
important lines in the north Atlantic. 


Plans of the United States Lines for the construction of 
two 30-000-ton passenger liners at an estimated cost of $10,- 
000,000 each and of two super-liners estimated to cost from 
$50,000,000 to $60,000,000 each will be held up pending the ac- 
tion the government takes with respect to the company’s appli- 
cation for a mail contract, according to officials of the company. 
The company has filed a brief with the Postmaster General in 
which argument is made in support of the application. 

When the Shipping Board sold the United States Lines, 
the program of the purchaser called for construction of new 
ships, with the aid of loans from the ship construction loan 
fund created by the merchant marine act and additional com- 
pensation for the transportation of the mail as provided in the 
Jones-White act. 


GREAT LIVERPOOL GRAIN PORT 


The Traffic World Washington Bureau 


Liverpool, already possessing the reputation of being the 
greatest grain discharging port in Europe, will be unquestion- 
ably without a rival when the Liverpool Grain Storage and 
Transportation Company, Limited, completes the installation of 
lls new elevators in September of this year, according to a report 
from Vice-Consul Cyril L. Thiel, Liverpool, England, made public 
by the Department of Commerce. Hamburg recently discharged 
3000 tons of heavy grain a day; while, to compete with this 
record, there were discharged in May at the port of Liverpool 
4000 tons of grain in an ordinary working day of eight hours 
and, in the case of one ship, an additional 1,200 tons were dis- 
charged in 4 hours overtime. 

Liverpool’s new grain discharging plant will consist of two 
bheumatic intake elevators and conveying bands to discharge 
aid convey to the warehouses direct from steamers. It will 
handle 500 tons an hour, which in ordinary practice means a 
otal output of slightly under 4,000 tons a day. 

_ The present facilities are all overside, that is, the grain is 
discharged into floating elevators. The new plant is perma- 
lently fixed to the quayside, thus permitting a ship to be worked 
both from the quay and overside. The new plant also will make 
a considerable saving in working expenses. 

During May, when world wheat prices slumped, there were 
more than 500,000 quarters of wheat stored in Liverpool as 
‘ompared with the normal 200,000 quarters, and further consign- 
nents were arriving almost daily from the United States, Argen- 
la and Canada. The consequence was one of the largest 


slumps in the prices of wheat in Liverpool in recent years, wheat 
‘ing cheaper than at any period since 1914. 
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Liverpool, however, is interested in the transportation phase 
of wheat as well as the price factor of that commodity. There- 
fore, as freights depend largely on the work wheat position, the 
outlook for the present year is regarded as definitely satisfac- 
tory. Wheat inward into Liverpool is the bulk cargo which 
provides more employment for shipping and allied industries 
in this area than any other commodity. Increased wheat pro- 
duction in the United States, Canada, Argentina and Australia, 
and a developed wheat-eating proclivity among the continental 
European countries all redound to the expansion of British com- 
merce and increased activity at the port of Liverpool. 


BOARD SELLS VESSELS 


The Shipping Board has authorized the sale of the Ceralvo 
to Emil Stray, of Norway, for the sum of $30,000 cash, with 
privilege of transfer to Norwegian registry. The board has also 
authorized sale of the Cedar Springs to Paul Hansen, of Nor- 
way, for the sum of $31,000 cash, with similar privilege of 
transfer. 

The contract of sale in each case provides that the pur- 
chaser shall not operate the vessel to or from any United States 
port for a period of five years, excepting for one outbound cargo 
of coal, grain or scrap iron. The ships are lake-built types of 
approximately 3,600 deadweight tons each. They have been in 
lay-up for more than eight years. 


HOOVER TO RETAIN O’CONNOR 


President Hoover has let it be known that he is not con- 
templating making a change in the chairmanship of the Shipping 
Board now held by T. V. O’Connor. He has indicated that ru- 
mors with respect to Chairman O’Connor are similar to others 
with respect to cabinet officers and that none has foundation in 
fact. 


TELEPHONE COMPANY EARNINGS 


Large telephone companies reporting to the Commission had 
an aggregate operating income of $22,081,563 in June, an increase 
of 2.2 per cent as compared with June, 1928, and of $137,624,982 
in the six months ended with June, an increase of 1.17 per cent 
as compared with the income for the corresponding period of 
1928. 

The number of company stations in service at the end of 
June was 16,332,476, an increase of 919,605, or 6 per cent, as 
compared with the number at the end of June, 1928. The statis- 
tics, compiled from company reports by the bureau of statistics 
of the Commission, covered 99 companies having annual operat- 
ing revenues in excess of $250,000 


WIRE COMPANY DATA 
Telegraph and cable companies reporting to the Commission 
had operating revenues of $177,019,462, operating expenses of 
$143,699,074, and net income of $21,661,804 in 1928, according to 
compilations made by the bureau of statistcis of the Commis- 
sion from reports of sixteen companies. Other data given in 
the compilation are: 


Total miles of wire in service, 2,316,526; investment in plant and 
equipment, $396,608,878; other investments, $32,189,715; capital stock, 
$155,182,889; unmatured funded debt, $77,187,000; tax accruals, $6,455,- 
318; dividends declared, $11,680,407; revenue messages transmitted, 
222,379,152; average numer of employes June 30, 1928, 83,027. 


The Western Union Telegraph Company had 1,889,632 of 
the total miles of wire in service and $271,636,339 of the total 
investment in plant and equipment. 


TELEPHONE CONSOLIDATION 


A recommendation that the Commission find that acquisi- 
tion by the Chesapeake & Potomac Telephone Company of Vir- 
ginia of the properties of the Culpeper Telephone Company, 
operating in Culpeper and other Virginian counties, will be of 
advantage to the persons to whom service is to be rendered 
and in the public interest has been made by Examiner Haskell 
C. Davis in a proposed report in Finance No. 7662. The Pied- 
mont Telephone Company intervened in opposition to the appli- 
cation. Examiner Davis said it desired to purchase the prop- 
erties of the Culpeper company for the same price that the 
Chesapeake company had agreed to pay. The Chesapeake com- 
pany agreed to continue all existing connections now maintained 
by the Culpeper company on the basis of the standard traffic 
agreement in force throughout Virginia, any proposed change 
in such arrangements to be submitted to the Virginia commis- 
sion. The examiner said the Piedmont company’s president 
stated his company would not be injured by acquisition of the 
Culpeper propetries by the Chesapeake, with such an under- 
standing in effect. 
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HOCH-SMITH REPEAL 


Editor The Traffic World: 

On opening The Traffic World each week, the first thing that 
greets my eye is: “Repeal the Hoch-Smith resolution.” 

As in Mrs. Shelley’s romance, “Frankenstein,” the Hoch- 
Smith resolution has constructed a monster, who, instead of in- 
flicting its retribution upon its creator, has turned upon the 
country at large, staying important rate adjustments which 
otherwise might have been made and placing upon a body of 
men the task of appeasing a few politicians and their constitu- 
ents. 

Repeal the resolution is right; let the Commission make any 
adjustments which it finds reasonable to meet the needs of the 
counttry and not wait until the whole inquiry has been com- 
pleted, if it is completed at all. 

J. K. Dirmeyer, Traffic Manager, 
Rodgers-Wade Furniture Co. 
Paris, Tex., Aug. 20, 1929. 


WOMEN IN RAILROAD WORK 


Editor The Traffic World: 

I have read your editorial on “Women in Railroad Work” 
in the August 3 issue of The Traffic World with great interest 
and with sincere appreciation of your effort to give a fair 
presentation of the subject. Will you permit me, however, to 
set forth some points wherein I do not entirely agree with your 
premises? 

In the first place, let me say that I have been employed by 
two of the great transcontinental railroads, with an interval 
between when I worked for a large industrial concern; so I 
have seen both sides of the question. 


In your article, you say the reason “most boys are to be 
preferred to most girls” is that boys “realize the necessity for 
making a living, they wish to make as good a living as possi- 
ble, . . they want to prosper—in short they are ambitious to 
succeed.” In what respect do they differ in these matters from 
the average woman who is working? You also speak of their 
looking forward to being heads of families. Well, while the 
average woman may not look forward to that privilege and 
duty, how many of them are forced into exactly that position 
through death, illness or other inevitable causes? Nay, Mr. 
Editor, I think you will have to bring forward other reasons. 

Ah, it is that they may marry and leave their employer 
who has learned to lean on their tactful and intelligent assist- 
ance. Are you assuming that men never change positions or 
leave employers who have depended upon them? If so, let me 
say that a check of one particular railroad department’s office 
force showed that, for a given period of time, out of a total 
continuous office staff of 31 men and 9 women, 14 men left the 
service as against 3 women, the proportion being almost 5 to 1, 
whereas the proportion employed was 3.4 to 1. 

Further, who lays down the rule that women can no longer 
work after marriage? In many cases, the railroads themselves. 
The economic changes of the last twenty years, and more par- 
ticularly since “the late unpleasantness” have brought a notice- 
able change in the number of women who continue in employ- 
ment after marriage. The increased cost of living has made 
it difficult for a young man, especially if establishing himself 
in a profession or even in these same railroads, to support him- 
self and wife in the manner to which the average freeborn 
American citizen feels he is entitled. Silk hose and a little 
car undoubtedly may be classed as luxuries, but to wear cotton 
and walk takes all the joy out of life for most young men and 
women, since to be odd in dress or mode of life automatically 
ostracizes them from their kind. Even though her husband 
might be able to take care of her comfortably, it may be that 
the wife has an old father or mother still dependent upon her 
or a younger brother or sister whom she is educating. There- 
fore, the wife often continues her work, if not with the rail- 
road, then with some other line of work where marriage is not 
“tantamount to a resignation.” 

In any event, if the probability of marriage is the chief 
objection to promoting women as men are promoted, the rem- 
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edy is Within the railroads’ own hands. Let them employ older 
women and not the flapper type. Employment offices state 
that the average employer calls for women under thirty, pref. 
erably in their early twenties. Then why be surprised if they 
marry after a year or so of work. And when it comes to 
women employes who have been with the railroads ten, twelye 
and twenty years, surely the bogey of marriage should be laid 
by that time. In this connection, I might add that sever) 
departments of the road with which I am acquainted to not 
take on women employes over 25. In one case an applicant 
who looked like 21 but showed 28 on her application was turneg 
down, although holding the best of recommendations, frankly 
because she was “too old.” : 

You use the expression “the limitations they set for then. 
selves.” Speaking from the inside out and for the particular 
railroads with which I am familiar, numbering some of the 
most important, the limitations are strictly laid down by the 
management and absolutely enforced. Should a woman show 
unusual ability in the opportunities she is given, she ig cop. 
stantly reminded that there is no use aspiring to anything 
beyond the most simple duties because it is the policy of the 
roads not to train women for possible future executive posi. 
tions. Hence they may not place their feet on the next rung: 
and yet the veriest irresponsible, unambitious boy who enters 
the portal as errand boy, and may not even fill that position 
satisfactorily, is coddled along with the hope of promotion fol- 
lowing promotion dangled before his eyes, and every encour. 
agement and training afforded him. Please, therefore, do not 
say that the women set their own limitations; rather that all 
incentive to ambition is promptly killed. 

I appreciate and thoroughly agree with what you say about 
the ability of the average woman who takes her work seriously 
to capably handle any and all work in these lines, particularly 
should she be given the same patient and careful training as 
is her brother. In fact, in the smaller town offices, women in 
the offices are frequently called upon to fill in on some desk 
temporarily vacant and do it satisfactorily; but when the posi- 
tion is filled permanently and the salary paid, railroad ethics 
are that the pay check must read “John” and not “Mary.” I 
this town there are many Women traffic managers, but are 
they women who have been trained in railroad offices as have 
the majority of men traffic managers? No, they are womel 
who, possibly by using the old stepping-stone of stenography, 
have, by dint of painstaking application, a quick brain and 
adaptability, grown into the more important job. Not infre 
quently comes the call for a woman to handle an industrial 
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traffic job—but the railroads are not prepared to fill it as they OT o 

gladly are when the call is for a man. I contend that, in justice 
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intelligent women for years on jobs where there is not oppor show the 
tunity to exercise one-tenth of the brains with which they art Stock Lj 
endowed, owing to the routine character of the work. To am © _ 
it would seem that the reward for satisfactory, intelligent wor Indeed. 
in one job should, as in the case of men, be the opportunity " famous “ 
whet one’s brains against something harder, and a chance 1 Tine” 
expand into greater usefulness and value. fot ce are 
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women? Wherein does it require a different quality 0 * 
than has made good in practically every other line of age 
My understanding is that from young men it requires a 
application and persistence rather than any particular erg 
And who will deny that women are persistent or that we 
apply themselves to what profiteth them? 
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A compilation of the records of one railroad department 
employing 31 men and 9 women shows that the average length 
of service is 12.7 years for the men and 13.5 years for the 
women, Which rather controverts the theory that a railroad 
cannot afford to train women as they do men because of women 
being more prone to change. The longest period of continu- 
ous employment in this same department is 30 years for one 
woman and 32 years for one man. Both rather creditable 
records. 

As an example of the injustice in not giving women em- 
ployes an equal opportunity to learn railroading through and 
through and to be promoted from one job to another in the 
way the men are, let me contrast a few wage records: 

One woman in 30 years was advanced from $65 to $170, 
while a man of no superior intelligence and more limited edu- 
cation was advanced from $100 to $400 in 25 years; another 
woman who 20 years ago started at $65 is now drawing $170, 
while a man who started at the same time at $100 is now 
drawing $225. In still another case, a woman with 14 years 
railroad work to her credit and who for 12 or more years has 
had the “breaking in” and training of the raw material which 
comes into the office as messenger boys or mail clerks has, 
in that time, increased her monthly stipend from $70 to $165, 
while one of those boys who started under her in 12 years has 
increased his paycheck from $40 to $215, another in 9 years 
has gone from $80 to $195; still another in 6 years from $80 to 
$185, and lastly one in 5 years from $80 to $170, five dollars 
more than she has been able to obtain with her 14 years of 
faithful and efficient service. I feel quite certain that I am not 
exceeding the truth when I say that any of the heads of the 
office would admit that she is several times as valuable an 
employe as some of these who have passed her financially, yet 
they will go on while she has practically reached her limit. 
Her brain and education are exceedingly good and she has a 
phenomenal memory. Given the same opportunity as any of 
these boys, she would have climbed right to the top. 

In closing, let me say that I speak only of conditions on 
the middle west and coast roads, with which I am familiar. 
On some of the eastern roads, I understand conditions are dif- 
ferent and women are given more nearly an even break, one 
short line even having had a woman president. 

Los Angeles, Claif., August 22, 1929. Helen Hughes. 





EFFECT OF O’FALLON DECISION 


Editor The Traffic World: 

Apropos of your article “O’Fallon Case and Rates,” page 
391, The Traffic World, August 17, in which you call attention 
to the fact that the power of the Commission over the rate level 
had been ignored generally in discussions of the recent O’Fallon 
decision: 

I call your attention to my remarks before a committee of 
the House, which were reported somewhat at length on page 
100 of The Traffic World of January 12, 1929. This was at the 
time when the O’Fallon case had been but lately argued and 
naturally was not even decided. My remarks plainly disclosed 
that I had in contemplation recognition of the power which 
the Commission held, but, what seemed to me more important, 
was to direct attention to the real factors which must of neces- 
sity influence the Commission in connection with its exercise 
of the power. 

Subsequent to the O’Fallon decision there have been a num- 
ber of statements made by important railroad officials generally 
acquiescing in what I said as to the probable effect of the O’Fal- 
lon decision on rates. The surprising thing to me was that in 
these circumstances the O’Fallon decision was allowed to go to 
the Supreme Court in an atmosphere that a tremendous increase 
in rates impended should the Commission be sustained. 

Washington, D. C., Aug. 22, 1929. George H. Parker. 


WASTE IN TRANSPORTATION 


Editor The Traffic World: 

In view of several current events in traffic education, I de- 
sire at this time to express several thoughts in regard to the 
elimination of waste in transportation. 

Consider the forthcoming report of the Department of Com- 
merce, the plans of Mr. Lent as an expert traffic adviser, the con- 
tinued interest taken by the Associated Traffic Clubs in educa- 
tion, together with the thoughts which must arise in the mind 
of every traffic manager who reads your editorial in The Traffic 
World of August 17. All this makes me think that everyone 
is still overlooking the importance of the elimination of waste, 
especially in the institution of new traffic departments. 

The systematic exercise of continuous waste elimination, if 
carried on, in regard to both loss and damage, and overcharge, 
in all traffic departments now established, as well as in those 
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which will come into being after business sees the importance 
of such new departments, will create a different situation, 

To arrive correctly at a healthy condition in any business 
which has been used to absorbing a great deal of waste, wit, 
many claims, particularly those departments who have made 
the aggregate of claim recovery money their main appeaj to 
the owners and their principal excuse for being is not a Simple 
job. An analysis may be very embarrassing to the traffic man- 
ager who should try to stop these losses, and to the business 
man who has not yet seen the light, and who should insist op 
perfect transportation without the failures popularly known as 
claims. 

The business men of this country, although demanding more 
speed in transportation, still are willing to absorb all claims 
or their salvage, on a cost basis only, by their traffic depart. 
ments. If I were to hire a new traffic manager for my business 
today, I would tell him I expected perfect transportation as 
his greatest objective. Only those claims would be alloweg 
which were encountered for the first time on any commoiity. 
routing, rate, packing, description, or through error of any 
employe. The traffic manager would be required to analyze 
each primary claim for its cause and find a remedy, whether 
with the shipper, carrier, or his own men, and stop future claims 
from those kinds of failures. It can be done to the tune of 
95 per cent in most businesses. 

As an example, let us take the statement of the Department 
of Commerce in a recent bulletin regarding large profits from 
traffic management. The bulletin says: “One tire factory 
spent $16,000 for administration in 1927 and recovered $361,000 
in overcharge and loss and damage claims.” Now supposing 
this same tire firm had a traffic manager who was expert in 
claim prevention. Would his employers not have received more 
net profits on their tires manufactured, transported, and sold, 
if he had followed up each claim as it occurred, and prevented 
most of those claims following? My thought is that, had he 
prevented 95 per cent of all of his claims, both overcharge and 
loss and damage, his cost of operation would have been minus 
the salaries of several employees, his necessary claims only 
about $1,800 and his firm’s profits increased by $361,000 worth 
of good tires. There would have been 95 per cent less work, 
such as claims filings, payments, telegrams, tracers, telephon- 
ing, sales lost, less returned goods, less salvage lost to carriers, 
more actual business netted by his sales, purchase and credit 
departments, and altogether his employers would he far ahead 
in profits than they were in their final analysis of 1927 business. 
It would be interesting to know how the Department of Com- 
merce experts would figure the difference in profits of this same 
firm if their traffic manager had prevented all of these losses 
in 1927. 

Net profits are generally figured from two fundamental 
factors, namely: Successful merchandising enterprise, and re- 
duction of losses in unfavorable situations over any named 
period. Without genuine stop-loss policy I cannot see good 
business. 

All claims should be made and recovered, if possible; but 
all possible claims should also be prevented on future shipments. 
Summing up, I cannot see why all traffic education should not 
emphasize that the elimination of transportation failures is the 
governing factor in the successful conduct of all traffic maz 


-agement. 


Carlisle B. Pirie, Chairman, 
Los Angeles Chamber of Commerce, Committee 
on Elimination of Waste in Transportation. 
Los Angeles, Calif., August 24, 1929. 


COTTONSEED TO MEXICO 


Editor The Traffic World: 

The Mexican Horticultural Board has recently become very 
strict on its requirements that all carload shipments enterilg 
Mexico be absolutely free from cottonseed. ; 

It is believed that few, if any, of the shippers in the interior 
of the United States are aware of this requirement because We 
are receiving quite a number of cars that are contaminated with 
cottonseed, which necessitates the transfer of the lading oD the 
American side, involving considerable expense and sometimes 
demurrage. It is our thought that this information should be 
of value to your readers. 

F. W. Greuling, Traffic Manager, 
The Western Purchasing Co. 
El Paso, Tex., August 27, 1929. 


The abstracts of tariff filings, rejections, pb 2 
sions, ete., as printed in each issue of THE DAIL 
TRAFFIC WORLD enable subscribers always to b 
sure their traffic files are up-to-date. 
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UNITED FRUIT COMPANY 


> Steamship Service <Q(é 


General Offices, One Federal St., Boston, Mass. 
FREIGHT AND PASSENGER SERVICE 


Between 


New York New Orleans 


Boston and San F rancisco 


and 


Havana and Santiago, Cuba; Jamaica, Panama, 
Colombia, Costa Rica, Guatemala, Honduras, Brit- 
ish Honduras, and via transshipment at Cristobal 
to West Coast Ports of Mexico, Central and South 
America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


321 St. Charles St., 
New Orleans, La. 
140 S. Dearbern St., 

Chicago, Ill. 


83 California St., 17 Battery ea 
San Francisce, Cal. New York, N. Y. 


Leng Wharf, 
Boston, Mass. 


Ship to 
and From 
the Orient _ _ 
at Express Speed! 


This unusual advantage is offered 
by the ‘‘President Liners’’ which 
speed to and from the Orient over 
“the Short Route’’. Sailings every 
other Saturday to Yokohama, Kobe, 
Shanghai, HongKong and Manila. 
Arrivals from the Orient every other 
Monday. Through bills of lading to all 
Oriental ports hurry up deliveries. 


Six 10,000-ton express ‘‘Cargo Liners"’ 
augment this service with sailings to 
and from Shanghai, Amoy, HongKong 
and{Philippine Island Ports. 


T. J. KEHOE, Gen. Eastern aot, 32 Broadway, New York 
W.G. ROCHE, Inc., e-- Ast R. W. Bruce, Gen. Agt. 
110 So. Dearborn St. 


1714 Dime Bank 
— Mick” Chicago, Ill. 


L. BATES, General Freight Agent 
1519 Railscad Avenue South, Seattle, 


76 offices in 22 countries at your service 


American Mail 7= 
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PORT 
HOUSTON 


where 


63 Steamship Lines meet 17 Railroads. 
Skyscrapers spring up overnight. 
The population has doubled in 10 years. 


Lowest Rates on Fuel Oil, Natural Gas, 
and Electricity Prevail. 


The Year-round weather is ideal. 
Labor is reasonable and plentiful. 


There are miles of the finest, most mod- 
ern docks and warehouses in the world, 


and most of all where 


There are 50 miles of Waterfront 
Industrial Sites available at most rea- 
sonable prices. 


Private industrial development is given 
every encouragement. 


Can you find these com- 
bined advantages elsewhere? 


GET THE FACTS! 


The Port Book tells it all; you 
should have a copy. Just write 


DIRECTOR OF THE PORT 


5th Floor, Courthouse 


HOUSTON TEXAS 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A trafic man of long experience and wide knewl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Reconsignment—Reshipment Following Reconsignment 

INlinois—Question: We will appreciate receiving your opin- 
ion as to whether the railroad or consignee is correct in its 
contention on a reconsignment hypothetical of the example 
given below: 

A tank car of petroleum refined oil shipped from Oklahoma 
City, Okla., to Kansas City, Mo., routed via Frisco Railway 
and after placement at Kansas City reconsigned to Fort Wayne, 
Ind., via C. & A., Joliet-E. J. & E. Hobart, Pa. Upon arrival 
at Fort Wayne, the car is placed on a private track for unloading. 
However, the seals were never broken and the carrier was 
- given instructions to reconsign this shipment to Lima, O., via 
Penn Decatur-Erie Railroad. Bill of lading was issued by the 
carrier from Fort Wayne to Lima. 


Freight charges were collected at Fort Wayne based on 
through rate from Oklahoma City to Fort Wayne plus reconsign- 
ing charge at Kansas City. Freight Charges were collected at 
Lima, O., based on local rate from Fort Wayne to- Lima, plus 
a reconsigning charge at Fort Wayne. 
City to Lima was made on the Mississippi River combination 
and was applicable via the route this shipment moved and 
would unquestionably have been applied by the carriers, had 
the car not been reconsigned at Kansas City. 


The carriers contend that rule 5 (a) and (b) of the govern- 
ing reconsignment tariff which provides as shown below au- 
thorized them to assess a charge of $6.30 at Fort Wayne account 
of car having been previously reconsigned at Kansas City: 


(a) Only one change in destination will be permitted by this 
line under these rules, except as provided in paragraph (b) of this 
rule and then only provided the car has not had a previous change 
in destination after leaving the initial billing point. 


(b) If the consignor, or consignee or owner requests a subsequent 
change necessitating movement of the car, the shipment will be 
treated as a reshipment from point of reforwarding and will be 
charged at the tariff rate therefrom, plus $6.30 per car. 


The consignee contends that the reconsigning charge of 
$6.30 was assessed at Fort Wayne without tariff authority, that 
note 2 of rule 12 of the reconsignment tariff, which provides as 
shown below, is an exception to the provisions in rule 5, since 
it specifically provides that where the charges have been paid 
the transaction will not be considered as a diversion or recon: 
signment. 


Note 2: Where all charges have been paid to or at original des- 
tination and delivery accepted and new bill of lading (not an ex- 
change bill of lading) issued to a new destination on basis of local 
(not proportional, reshipping or transhipping) rate from the refor- 
warding point, and without any carrier or agent of the carrier acting 
for the shipper, the transaction will not be considered as a diversion 
= ee and no diversion or reconsignment charges will 
ye assessed. 


Answer: We can locate no opinion of the Commission in 
which the Commission refers specifically to the application of 
note 2 of rule 12, quoted by you, in connection with the second 
reconsignment of petroleum or petroleum products in tank cars. 


Exception No. 1 to rule 12 apparently relates to an original 
reeonsignment, reconsigning rules in general being predicated 
upon the allowance of a single reconsignment at the through 
rate, a second reconsignment making inapplicable the through 
rate. 

If a shipment is handled in the manner described by note 
2 of rule 12 it is clearly not subject to a reconsigning charge, 
in the event that note 2 of rule 12 governs a shipment which 
has received a prior reconsignment. 

The decision of Miller vs. P. M. Ry. Co., 115 I. C. C. 461- 
463 seems to confirm the application of note 2 of rule 12 in 
connection with such a shipment, although the Commission 
does not discuss or set out the tariff which it construed in 
holding that the second reconsignment charge was not ap- 
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plicable to the shipment. See, also, Cohen & Son ys, p L 

& W. R. R. Co., 128 I. C. C. 727. Pes 

Limitation of Actions—Reparation—Application of Rule 56 of 
Commission’s Tariff Circular 

Kentucky.—Question: A shipment of canned milk moved 
from Chilton, Wis., June 4, 1927, to Williamson, W. va, on 
through rate of 57¢ per 100 pounds, Boyd’s I. C. C. A-1625, }, 
accordance with item 102, of supplement 14, this publication 
consignee was entitled to rate of 5446c, constructed 12. to 
Milwaukee, 42%c beyond, C. M. & St. P. I. C. C. B-4872, ang 
Jones’ I. C. C. 1814. Claim was filed with carrier October 44 
1927, considerable correspondence with reference to this untij 
June 9, this year, when delivering carrier requested advice as 
to whether it would be satisfactory to prepare special applica. 
tion docket on basis of 54%c, or if we desired to file complaint 
on basis of 51%4c, subsequently established. We replied im. 
mediately that the 5444c basis was all that we sought, and no 
further information was received until June 30, this year 
stating that the two-year statutory period expired on June 4 
of this year and that there was nothing they could do in the 
matter. What recourse, if any, has consignee in order to secure 
protection of the 54%c rate? 

Answer: In our opinion, the decision of the Commission 
in California Pine Box and Lumber Co. vs. Sou. Pac., 47 1. ¢. ¢. 
372, is applicable to the facts you set forth. In this case the 
Commission said that neither the delinquency of the carrier jp 
making special docket application, nor the culpability of the 
complainant in not promptly handling its own claims can affect 
the fact that under the law the Commission has no jurisdiction 
in respect to claims barred by the statute of limitations, citing 
Trans-Mississippi Grain Co. vs. C. B. & Q., 41 I. C. C. 612, 614, 
and Phillips vs. Grand Trunk Railway, 236 U. S. 662, 667. 
Tariff Interpretation—Application of Paragraph 3 (b) of Rule 

34 of Classification 

Missouri.—Question: With reference to your answer to 
“Ohio,” on page 364 of the August 10 issue of The Traffic World, 
entitled “Tariff Interpretation—Application of Rule 34 of the 
Classification,” raises a very interesting question where one 
larger car is furnished for a 36-foot ordered, that rule 66 of the 
tariff circular should govern. 

With a knowledge of the movement of furniture from South- 
eastern territory to Missouri River we frequently have found 
this situation where two cars have been furnished for one 50-foot 
ordered—the actual weight in both cars being less than the 
minimum 19,440 pounds on a 50-foot car. Now, if you will read 
section 3 (b) rule 34, you will find that if one of the cars is 
larger than the other, it is subject to the minimum weight fixed 
for such car, and the balance of shipment to be actual weight. 

Assume then, a shipment of 19,200 pounds, and one 40-foot 
and one 36-foot car used in lieu of a 50-foot car ordered—11,900 
pounds in the first and 7,300 pounds in the second car. Under 
rule 34 charges must be assessed at the lawful rate on mini- 
mum 13,440 for the first car and actual weight, 7,300 on the 
other, or a total weight of 20,740 pounds, thus overcharging the 
shipper for 1,300 pounds by the failure of the carrier to furnish 
car size ordered. Is this not directly contrary to the provisions 
of rule 66 of the tariff circular? And should the classification 
or other tariff issues violate the instructions contained in this 
circular? 


Answer: The provision of section 3 (b) of rule 34 of the 
classification reading “subject to the minimum weight fixed for 
such car and the remainder of the shipment loaded in or on 
the other car shall be charged at actual or estimated weight 
at the carload rate” was before the Commission in Dallas Trans- 
fer Co. vs. S. P. Co., 115 I. C. C. 658. 


In this case the Commission held that the carrier’s two-for- 
one rule was and for the future would be unreasonable in that 
it failed to provide for the assessment of charges on the mili 
mum weight provided for the larger car ordered, unless the 
actual weight exceeds such minimum, subject to the proviso that 
the shipment could have been loaded in the car ordered. ‘The 
carriers apparently have not considered that the Commissions 
report in the above case requires a modification of rule 34, % 
published in the Consolidated Classification. 


Tariff Interpretation 


Ohio.—Question: With reference to your answer to “Ohio, 
on page 428, in issue of August 17 under the above caps 
relative to the charges on crane parts moving from +“ 
Randall to Cleveland. In your communication you show the 
minimum weight of 30,000 pounds on fifth class. : 

In going over this matter our contention is that te 
mum of 24,000 pounds at carload rate of 11c—fifth class, 18 ; 
proper minimum to apply as per rule 29 of the Consolidate 
Classification, No. 5, paragraph A. ; tes 

You will note that rule 24 of the said classification U0 : 
the authority for the proper charges to be applied on oe 
load, but by referring to rule 34, section 5, you will note artic 
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subject to rule 34 are not subject to rule 24, therefore cannot 
be used. 

Under the circumstances we feel that the proper charges 
that should apply on crane parts loaded in carrier’s car rule 
29 should govern on a minimum of 24,000 pounds. We trust 
you will advise further. 

Answer: Rule 29 of the classification relates to shipments 
which on account of length require two or more open cars. It 
is our understanding that it was not the length of the shipment 
but rather the amount thereof which made necessary the use 
of a second car. If the additional car was required because of 
the length of the shipment the provisions of rule 29 are, of 
course, applicable. 

Sales 

Minnesota.—Question: Please advise us regarding the fol- 
lowing matter: 

Car of perishable freight was purchased F. O. B. shipping 
point but subject to inspection at billed destination. Car was 
billed to shippers, “Advise B Company.” While in transit, this 
car was diverted to a point directly intermediate to first billed 
destination by B Company, with no change in consignee. Car- 
rier in accepting B Company’s reconsigning instructions was pro- 
tected by bond. 

Upon arrival at point to which car was diverted, it was 
found to be of inferior stock and not quality purchased. Car 
was then reconsigned to first billed destination with no change 
in consignee. 

Upon arrival at first billed destination, or final destination, 
car was rejected by B Company. However, shippers position 
was that in view of the carrier accepting B Company’s reconsign- 
ing instructions, this constituted conversion and that carrier 
was liable for the full value of car. But to protect carrier and 
B Company from embarrassment, B Company paid shipper’s 
draft to which shipper’s delivery order was attached and B Com- 
pany then attached the money held by bank making collection 
of draft. 

Now, the bank at shipping point advises that the money 
attached by B Company, held by the collection bank, belongs 
to the bank through which shippers deposited their draft for 
handling and that the money does not belong to the shippers. 

Just what is the status of a deal like this as between carrier, 
shipper, and B Company? This is an interstate shipment and 
we shall appreciate any court citations that you may have on 
the above. 

Answer: We are of the opinion that if title to the draft or 
goods represented thereby passed by purchase to the bank at 
original shipping point under the transaction between A, the 
shipper, and that bank, see First National Bank of Rosswell, 
N. M., vs. McClain; Adams & Co., 279 S. W. 614; First Wisconsin 
National Bank of Milwaukee vs. Peoples National Bank of Rocky 
Mount, Va., 118 S. E. 82, B, the buyer, has not the right of 
attachment of the amount which he paid to the bank at final 
destination, but must resort to his remedy against A, the seller, 
who-has obtained from the bank at point of origin the purchase 
price of the goods. 

Reconsignment—Right of Consignee Under Statutory Provisions 
of State of Oklahoma 

Missouri.—Question: We would appreciate your advice on 
the following question. Chapter XXX, Article III, Compiled 
Oklahoma Statutes, 1921, contains provisions governing the car- 
riage of property in Oklahoma. Section 4910 provides that a 
carrier must comply with the directions of the consignor or 
consignee, to the same extent that an employe is bound to 
comply with those of his employer. Section 4911 provides that 
when the directions of a consignor and consignee are conflicting, 
the carrier must comply with those of the consignor in respect 
to all matters except the delivery of the freight, as to which he 
must comply with the directions of the consignee, unless the 
consignor has specially forbidden the carrier to receive orders 
from the consignee, inconsistent with his own. Section 4912 
provides that a carrier of property must deliver it to the con- 
signee at the place to which it is addressed in the manner 
usual at that place. Section 4913 provides, if there is no usage 
to the contrary at the place of delivery, freight must be 
delivered as follows: First, if carried upon a railway owned 
and managed by the carrier, it may be delivered at the station 
nearest the place to which it is addressed. Second, in other 
cases, it must be delivered to the consignee or his agent per- 
sonally, if either can, with reasonable diligence, be found. 

It is our contention that Sections 4912 and 4913, supra, 
plainly show that delivery of the freight referred to in Section 
4911 refers to delivery at the original billed destination. We 
made a number of shipments from our mill at Dewey, Oklahoma, 
which were not transported by the carrier to the original billed 
destination in accordance with instructions contained in bills 
of lading issued by us, the carrier accepting instead, instruc- 
tions from consignee to divert the shipments to an intermediate 
point at which competitive conditions were not the same as 
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at the original billed destination, our price c. a. f. the int 
diate point being higher than at the original billed dest; erm 

By the carrier accepting diversion instructions of cmiee a 
stopping and delivering shipments at the intermediate rs 
we sustained a loss on each shipment amounting to the in nt, 
ence between the price at billed destination and what ‘oo er- 
have obtained had shipments been purchased for delivery a 


the intermediate destination, which our customer woulq have 
On instruc. 


had to pay had the carrier refused to accept divers; 
tions from the consignee. 

We contend that the carrier is responsible for our 
will appreciate your giving us the benefit of your opinio 
ing the proposition. 

Answer: In our opinion, under statutory provisions of th 
state of Oklahoma, as they are set forth by you, section 4913 
requires a carrier to deliver a shipment in accordance with the 
instructions of the consignor, subject to conflicting instructions 
of the consignee, unless the consignor specifically instructs 
otherwise, as he may do under section 4911. 

We do not believe that the words “at the place,” as used 
in section 4912 preclude the consignee from reconsigning the 
shipment, unless the consignor has specifically forbidden the 
carrier to receive reconsigning orders from the consignee, 

Tariff Interpretation 

Virginia—Question: The N. Y. P. & N. R. R. issue a 
local tariff dated June 16, 1916, I. C. C. 3015, covering material 
and labor furnished for bulkheading perishable freight in bux 
naming a rate of 0.75 per bulkhead or $1.50 per car. Thish 
tariff was adopted by the Penna. R. R. by adoption notice effec. 
tive November 1, 1922. Were the rates named in this tari 
subject to the rate increases of 15 per cent 1917, 25 per cent 
1918, 40 per cent 1920, and 10 per cent decrease of 1922? If go, 
is $1.34%4 each or $2.69 per car the present correct rate? 

Answer: No supplement, other than No. 1, having been 
issued to N. Y. P. & N. R. R. Tariff I. C. C. 3015, which tariff 
was adopted by the Pa. R. R., the rates published therein with- 
out the subsequent percentage increases are applicable at the 
present time. 

Limitation of Actions—Recovery by Carrier of Amount Erro. 
neously Refunded as Overcharge 

Tennessee.—Question: Referring to your answer to Tenn- 
Ga. in the Traffic World of August 3, page 300, under the above 
caption. . Will you advise if this answer will also apply to the 
following case? 

A shipment moved from A to B and freight charges were 
collected thereon. Later a claim was filed and a supposed over- 
charge was paid based on a certain supplement to a tariff. 
Three years after the shipment was delivered, the carriers 
stated that the supplement carrying the rate upon which the 
overcharge was paid was canceled. several months before the 
shipment moved and that the overcharge claim was paid in 
error and have now asked that the amount be refunded to them. 

Please advise if this would be covered by the three-year 
statute of limitation. 

Answer: There are at least two views on this question,® 
which apparently must be submitted to the Supreme Court of 
the United States for final determination. : 

One view is that the carrier, having at the time of the 
delivery of the shipment collected the full amount of its charges, 
the subsequent refund through error of a supposed overcharge 
gives fo the carrier a right of action for money had and re 
ceived, which is independent of the original transaction, namely, 
at the time of delivery or within the credit period, and as to 
which independent action the three-year period of limitation 
provided for in paragraph 3 of section 16 of the act, has no 
relation, the time for bringing such an action being governed 
by the statutes of limitation of the several states. 

The basis for this view is, as we see it, that there is n0 
relation between the delivery of the shipment and the collection 
of the freight charges at time of delivery, and the refund by the 
carrier of the supposed overcharge, and that as to an action 
for the recovery of this amount erroneously refunded the three 
year limitation period of paragraph 3 of section 16 of the act, 
dating from the delivery of the shipment would result, where 
the refund by the carrier was made at or near the end of the 
three-year period, in the carrier’s action being barred, or prac: 
tically so, before the cause of action came into existence, for, 
until the refund was made, the carrier, in fact, has no cause 0 
action against the shipper. 

The other view is that paragraph 3 of section 16 of the act 
contemplated the final settlement of accounts by a carrier in 
respect of its freight charges within the three-year period 9 
far as a right of action by the carrier for the full amount 0 
any part thereof is concerned, and that this limitation is the 
maximum time within which the carrier must determine the 
amount of its charges and institute suit for any balance due. 

The two views which we have outlined above are the basi 
of conflicting decisions in T. M. Partridge Lumber Co. VS- Michi- 
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subject to rule 34 are not subject to rule 24, therefore cannot 
be used. 

Under the circumstances we feel that the proper charges 
that should apply on crane parts loaded in carrier’s car rule 
29 should govern on a minimum of 24,000 pounds. We trust 
you will advise further. 

Answer: Rule 29 of the classification relates to shipments 
which on account of length require two or more open cars. It 
is our understanding that it was not the length of the shipment 
but rather the amount thereof which made necessary the use 
of a second car. If the additional car was required because of 
the length of the shipment the provisions of rule 29 are, of 
course, applicable. 

Sales 

Minnesota.—Question: Please advise us regarding the fol- 
lowing matter: 

Car of perishable freight was purchased F. O. B. shipping 
point but subject to inspection at billed destination. Car was 
billed to shippers, “Advise B Company.” While in transit, this 
car was diverted to a point directly intermediate to first billed 
destination by B Company, with no change in consignee. Car- 
rier in accepting B Company’s reconsigning instructions was pro- 
tected by bond. 

Upon arrival at point to which car was diverted, it was 
found to be of inferior stock and not quality purchased. Car 
was then reconsigned to first billed destination with no change 
in consignee. 

Upon arrival at first billed destination, or final destination, 
car was rejected by B Company. However, shippers position 
was that in view of the carrier accepting B Company’s reconsign- 
ing instructions, this constituted conversion and that carrier 
was liable for the full value of car. But to protect carrier and 
B Company from embarrassment, B Company paid shipper’s 
draft to which shipper’s delivery order was attached and B Com- 
pany then attached the money held by bank making collection 
of draft. 

Now, the bank at shipping point advises that the money 
attached by B Company, held by the collection bank, belongs 
to the bank through which shippers deposited their draft for 
handling and that the money does not belong to the shippers. 

Just what is the status of a deal like this as between carrier, 
shipper, and B Company? This is an interstate shipment and 
we shall appreciate any court citations that you may have on 
the above. 

Answer: We are of the opinion that if title to the draft or 
goods represented thereby passed by purchase to the bank at 
original shipping point under the transaction between A, the 
shipper, and that bank, see First National Bank of Rosswell, 
N. M., vs. McClain; Adams & Co., 279 S. W. 614; First Wisconsin 
National Bank of Milwaukee vs. Peoples National Bank of Rocky 
Mount, Va., 118 S. E. 82, B, the buyer, has not the right of 
attachment of the amount which he paid to the bank at final 
destination, but must resort to his remedy against A, the seller, 
who-has obtained from the bank at point of origin the purchase 
price of the goods. 

Reconsignment—Right of Consignee Under Statutory Provisions 
of State of Oklahoma 

Missouri.—Question: We would appreciate your advice on 
the following question. Chapter XXX, Article III, Compiled 
Oklahoma Statutes, 1921, contains provisions governing the car- 
riage of property in Oklahoma. Section 4910 provides that a 
carrier must comply with the directions of the consignor or 
consignee, to the same extent that an employe is bound to 
comply with those of his employer. Section 4911 provides that 
when the directions of a consignor and consignee are conflicting, 
the carrier must comply with those of the consignor in respect 
to all matters except the delivery of the freight, as to which he 
must comply with the directions of the consignee, unless the 
consignor has specially forbidden the carrier to receive orders 
from the consignee, inconsistent with his own. Section 4912 
provides that a carrier of property must deliver it to the con- 
signee at the place to which it is addressed in the manner 
usual at that place. Section 4913 provides, if there is no usage 
to the contrary at the place of delivery, freight must be 
delivered as follows: First, if carried upon a railway owned 
and managed by the carrier, it may be delivered at the station 
nearest the place to which it is addressed. Second, in other 
cases, it must be delivered to the consignee or his agent per- 
sonally, if either can, with reasonable diligence, be found. 

It is our contention that Sections 4912 and 4913, supra, 
plainly show that delivery of the freight referred to in Section 
4911 refers to delivery at the original billed destination. We 
made a number of shipments from our mill at Dewey, Oklahoma, 
which were not transported by the carrier to the original billed 
destination in accordance with instructions contained in bills 
of lading issued by us, the carrier accepting instead, instruc- 
tions from consignee to divert the shipments to an intermediate 
point at which competitive conditions were not the same as 
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at the original billed destination, our price c. a. f. the int 

diate point being higher than at the original billed destinatn’ 
By the carrier accepting diversion instructions of “adios 2 
stopping and delivering shipments at the intermediate aad 
we sustained a loss on each shipment amounting to the ditte 
ence between the price at billed destination and what we enn 
have obtained had shipments been purchased for deliver 7 
the intermediate destination, which our customer would i . 
had to pay had the carrier refused to accept diversion teateed 
tions from the consignee. “ 

We contend that the carrier is responsible for our logs an 
will appreciate your giving us the benefit of your opinion rega, 
ing the proposition. 

Answer: In our opinion, under statutory provisions of the 
state of Oklahoma, as they are set forth by you, section 4914 
requires a carrier to deliver a shipment in accordance With th 
instructions of the consignor, subject to conflicting instruction 
of the consignee, unless the consignor specifically instruct 
otherwise, as he may do under section 4911. 

We do not believe that the words “at the place,” ag use, 
in section 4912 preclude the consignee from reconsigning the 
shipment, unless the consignor has specifically forbidden the 
carrier to receive reconsigning orders from the consignee, 

Tariff Interpretation 

Virginia—Question: The N. Y. P. & N. R. R. issueg 
local tariff dated June 16, 1916, I. C. C. 3015, covering materi, 
and labor furnished for bulkheading perishable freight in py 
naming a rate of 0.75 per bulkhead or $1.50 per car. Thi 
tariff was adopted by the Penna. R. R. by adoption notice effe 
tive November 1, 1922. Were the rates named in this tari 
subject to the rate increases of 15 per cent 1917, 25 per cep 
1918, 40 per cent 1920, and 10 per cent decrease of 1922? If g9 
is $1.34%4 each or $2.69 per car the present correct rate? 

Answer: No supplement, other than No. 1, having beey 
issued to N. Y. P. & N. R. R. Tariff I. C. C. 3015, which tarig 
was adopted by the Pa. R. R., the rates published therein with 
out the subsequent percentage increases are applicable at the 
present time. 

Limitation of Actions—Recovery by Carrier of Amount Erro 
neously Refunded as Overcharge 

Tennessee.—Question: Referring to your answer to Tenn, 
Ga. in the Traffic World of August 3, page 300, under the above 
caption. . Will you advise if this answer will also apply to the 
following case? 

A shipment moved from A to B and freight charges werd 
collected thereon. Later a claim was filed and a supposed over 
charge was paid based on a certain supplement to a tariff 
Three years after the shipment was delivered, the carriers 
stated that the supplement carrying the rate upon which the 
overcharge was paid was canceled. several months before the 
shipment moved and that the overcharge claim was paid in 
error and have now asked that the amount be refunded to them 

Please advise if this would be covered by the three-year 
statute of limitation. 

Answer: There are at least two views on this question 
which apparently must be submitted to the Supreme Court 0 
the United States for final determination. 

One view is that the carrier, having at the time of the 
delivery of the shipment collected the full amount of its charges 
the subsequent refund through error of a supposed overcharge 
gives fo the carrier a right of action for money had and re 
ceived, which is independent of the original transaction, namely 
at the time of delivery or within the credit period, and as t 
which independent action the three-year period of limitation 
provided for in paragraph 3 of section 16 of the act, has n0 
relation, the time for bringing such an action being governed 
by the statutes of limitation of the several states. 

The basis for this view is, as we see it, that there is 10 
relation between the delivery of the shipment and the collection 
of the freight charges at time of delivery, and the refund by the 
carrier of the supposed overcharge, and that as to an actiol 
for the recovery of this amount erroneously refunded the three 
year limitation period of paragraph 3 of section 16 of the a¢ 
dating from the delivery of the shipment would result, wher 
the refund by the carrier was made at or near the end of the 
three-year period, in the carrier’s action being barred, or prac 
tically so, before the cause of action came into existence, for 
until the refund was made, the carrier, in fact, has no cause 0 
action against the shipper. 

The other view is that paragraph 3 of section 16 of the act 
contemplated the final settlement of accounts by a carrier 1 
respect of its freight charges within the three-year period 80 
far as a right of action by the carrier for the full amount OF 
any part thereof is concerned, and that this limitation is thé 
maximum time within which the carrier must determine té 
amount of its charges and institute suit for any balance due 

The two views which we have outlined above are the basis 
of conflicting decisions in T. M. Partridge Lumber Co. VS. Mich 














PAGE 535 





yqust 31, 1929 __. The Traffic World 


IV, No. 


» interme 
Stination 
ignee and 

ate Doin 

the differaamm | 
We would | 
elivery a | 
ould havg 
nN instruc 









































































loss, ang | 
On regard. | 


Ons of the 
ction 4914 
€ with the 
istructiong 

instructs 

























































, 99 
’y 


as used 
igning the 
bidden the 
nee, 


.. issued g 
lg materia 
ht in bulk 
car. This 
Lotice effe 
this tarif 
25 per cen 
922? If s0 
te? 
aving beer 
which tarif 
1erein with 
able at the 


nount Erro 


sar to Tenn, 
r the above 
ipply to the 


harges weré 
pposed over 
to a tariff 
the carriers 
n which the 
; before the 
was paid in 
ded to them 
e three-yea 





his question 
me Court 0 


time of the 
f its charges 
d overcharge 
had and re 
tion, namely 
rd, and as t¢ 
of limitation 
act, has nd 
ing governed 


t there is nd 
the collection 
refund by the 
to an actiol 
ied the three 
16 of the ac 
result, wheré 
i1e end of thé 
rred, or pracq 
»xistence, for 
s no cause ol 


CONSTRUCTIVE 


16 of the act FORCES BN 
, SOUTHWESTERN 


- a carrier 
‘od $0 
oe DEVELOPMENT 
itation is a 
Jetermine Us 
“palance due 
are the basis 
Co. vs. Mich 


PAGE 536 


gan Central, 26 Fed. (2d) 615, and Wight vs. Zemurray, 91 So. 
201. The decision in the first case is more or less supported 
by the decision in G. H. & S. A. vs. Lykes Brothers, 294 Fed. 
968. In the Partridge case the court said: 

But that this is not an action for the recovery of charges is 
too clear for argument and the trial court properly so held. There- 
fore, this statute has no application. The trial court held, we think 
properly, that the action is one on implied contract to refund money 
paid through error. If so, however, it is not a suit or proceeding 
arising under any law regulating commerce or within any other 
class of suits of which the Federal District Courts have original juris- 
diction. For that reason it should have been dismissed by the trial 
court. Sec. 37, Judicial Code. 


In Wight vs. Zemurray, 91 Sou. 301, decided by the Supreme 
Court of Louisiana, it was held that the railroad’s action against 
the shipper to recover a rebate erroneously allowed as the cost 
of loading freight, is an action for “recovery of erroneous 
freight charges, within Act No. 223 of 1914, requiring such action 
to be brought within two years, and not an action within Civ. 
Code, art. 3544, requiring actions not theretofore mentioned to 
be brought within ten years.” 

Freight Charges—Liability of Consignor 

Minnesota.—Question: In September, 1926, we had a car- 
load shipment move to Grand Rapids, Mich., and in addition to 
showing the correct through rate on our bill of lading we also 
showed tariff number and I. C. C. number in which the through 
rate was quoted, and this information was placed on the 
waybill. 

When the car reached destination some auditor reduced 
the rate two cents per hundred making the charges on the car 
$10 less than they should have been. Now the delivering carrier 
has discovered the error and after first attempting to collect 
the additional amount from the consignee, who is bankrupt, has 
now requested us to pay the item. 

We allowed our customer correct freight credit and he 
deducted this amount in remitting for our invoice. If we have 
to pay the additional charge our customer is ahead $10 and we 
are out $10. This is only a small amount, but had the railroads 
made an overcharge instead of an undercharge and we had just 
discovered the error, our claim would be turned down if filed 
nearly three years after time of shipment. 

We should think that where the bill of lading specified both 
rate and tariff reference the railroads should be responsible if 
they voluntarily changed the rate and later on were unable 
to collect from the consignee the balance due. We will appre- 
ciatae your advice on this matter. 

Answer: Where a party is shown in the bill of lading as the 
shipper or consignor and he fails to avail himself of the provi- 
sions of the “no recourse” clause of the bill of lading, i. e., 
section 7 thereof, he can as a rule be held liable for an over- 
charge, there being an implied promise on his part to pay the 
freight charges, as a result of his delivering the goods to the 
carrier for transportation. His obligation is ordinarily a primary 
one. L. & N. R. R. Co. vs. Central Coal Co., 265 U. S. 59; West- 
ern Maryland Railway Co. vs. Cross, 123 S. E. 572; Chicago 
Junction Railway Co. vs. Duluth Log Co., 202 N. W. 24. That 
the correct through rate was shown on the bill of lading and 
that a lesser amount was collected from the consignee does not, 
in our opinion, release you from liability, as the published tariff 
rate must be collected, regardless of the carrier’s error in col- 
lecting freight charges. P. C. C. & St. L. Ry. Co. vs. Fink, 
250 U. S. 577. 

Tariff Interpretation—Specific Export Rate Removes Application 
of Domestic Rate 

Alabama.—Question: Please advise us if a mileage Class 
“Pp” rate on lumber from Georgia point to a Georgia port for 
export takes precedence over a specific commodity rate using 
intermediate clause for the unnamed origin point. The Class 
“P” ig authorized per Note 20 to Dulaney’s Exceptions. 

Answer: While we can locate no opinion of the Commission 
in which the question you ask has been at issue, it is our opinion 
that the principle of its decision in E. L. McClung vs. Seaboard 
Air Line Ry. Co., 1386 I. C. C. 347, is applicable. On page 348 
thereof, the Commission said: 

When the shipments moved a basing rate of 14 cents was in 
effect from Jacksonville to Tampa on bananas moving interstate to 
Jacksonville by rail. A rate of 24.5 cents was also in effect at that 
time on bananas between the same points, applicable on interstate 
traffic other than that moving under the 14-cent rate. Prior to 
February 1, 1926, the 24.5-cent rate was applicable on import ship- 
ments in the absence of a specific import rate. On that date the 
60-cent rate was specifically established on import traffic. Complain- 
ant contends that, as the import tariff did not by its terms speci- 


fically cancel the 24.5-cent rate, that rate remained applicable on 
import shipments. This contention can not be sustained. A rate es- 


tablished to apply specifically on import shipments does not conflict 
with a rate which would be applicable in the absence of the specific 
et rate. The 60-cent rate was applicable on these shipments. 
24.5-cent rate was canceled October 13, 1926. 
Reparation—Reduction in Classification Rating 
Ohio.—Question: We beg to submit the following: 
Shipment moved for a period of 1% years between points 
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A and B in Official Classification territory on a eo 
20 per cent lower than the Classification basis 
modity carload minimum weight was greater th 
minimum, yielding to carriers more per car tha 
have earned under the class rate and minimum. 
publish rate on the same basis for another shipper 
ferent points carriers canceled our rate. A formal complai 
now being filed with the Interstate Commerce Commisgj y= 
reduction in the classification of the article involveq reg ton 
of our commodity rate (R26). If we file formal complaint = 
the Interstate Commerce Commission for restoration PA 
commodity rate between points A and B asking that our oo 
be combined with the classification case, in your opinion wane 
the Commission grant us reparation on shipments movin 1s 
tween dates of cancellation of the commodity rate anq nd 
tion in classification if the Commission orders reduced ¢| nr 
fication rating? ead 

Answer: Except where unusual circumstances are present 
reparation does not follow from a reduction in a classification 
rating ordered by the Commission. Permutit Co. vs, ¢ R R 
Co. of N. J., 144 1. C. C. 83, 86. eins 

An award of reparation does not necessarily fol] 
finding that a classification rating was or is serene 
O-So-Ezy Products Co. vs. Director-General, 85 I. C. C. 187 194. 
Bissinger vs. G. N. Ry. Co., 92 I. C. C. 577, 581. a 

Where classification ratings throughout an extensive terri. 
tory affecting shippers at many points have been maintained for 
many years and are subsequently ordered reduced by the Com. 
mission, under such circumstances reparation on shipments 
moving under higher ratings will be denied. Heinze Electric 
Co. vs. B. & M. R. R., 118 I. C. C. 77, 78; Kalamazoo Vegetable 
Parchment Co. vs. C. K. & S. Ry., 128 I. C. C. 675, 684: War. 
field Chocolate Co. vs. B. & M. R. R., 155 I. C. C. 473. 

The fact that your product has moved on a commodity rate 
until its recent cancellation may have a bearing on the situa. 
tion, particularly if commodity rates thereon are published quite 
generally. Straight Line Engine Co. vs. D. L. & M. R. R,, 148 
I. C. C. 40; Federated Metals Corp. vs. M. P. R. R., 148 1 C. C. 7 
605, 607. However, if the article ordinarily moves on class rates, 
unless you can show that the class to which the article was 
assigned in the past was clearly excessive or that it was unrea- 
sonable from the beginning, there is no certainty that repara- 
tion can be had on past shipments. Zion Institutions vs. N. Y. 
Cc. R. R., 140 I. C. C. 57, 60; Continental Rubber Works vs. 
N. Y. C. & St. L. R. R., 136 I. C. C. 588, 541. 
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LAKE CARGO COAL 


Movement of bituminous coal to Lake Erie ports for ship- 
ment by boat to upper Lake Erie points has been the heaviest 
so far this year of any corresponding pereiod in recent years, © 
the car service division of the American Railway Association | 
announced August 26. q 

From January 1 to August 11, this year, inclusive, 21,128,196 © 
tons of bituminous coal were dumped into vessels at Lake Erie 
ports. This was an increase of 3,737,104 tons over the cor- | 
responding period last year and an increase of 303,005 tons over = 
the corresponding period in 1927. It also exceeded the cor- 
responding periods in 1924, 1925 and 1926. 

On August 12, there were 22,606 cars of bituminous coal 
on hand at Lake Erie ports ready for dumping, compared with 


ag ge the same date last year and 17,082 on the same date | 
n J 





MEETING OF PORT AUTHORITIES 


The program schedule for the eighteenth annual convention 
of the American Association of Port Authorities has been al- 
nounced by Tiley S. McChesney, secretary of the association. 
The convention will be held September 23, 24, 25, 26, in Quebec, 
Canada, where the president of the association, Brig.-Gen. 
T. L. Tremblay, C. M. G., D. S. O., is general manager and chief 
engineer of the harbor commission, but in addition to the busi- 
ness sessions in Quebec the official program includes formal 
visits and port inspections at Chicago, Toronto, Montreal and 
New York. The Chicago committee on harbors, wharves and 
bridges, department of public works, will entertain the dele- 
gates September 20 and on the next day the Toronto harbor 
commissioners will be hosts. Special sleepers will be run out 
of Chicago and New York to Toronto. Following the convention 
cates in Quebec, the Montreal harbor commissioners will Te 
ceive the visitors on September 27 for a day of harbor study, 
and on September 28 the Port of New York Authority will be 
hosts for an inspection trip through New York Harbor. 

In addition to the reports of fifteen standing committees, 
there will be presented eleven papers relating to problems and 
conditions in port administration. Foremost among the subjects 
are those of proposed uniform port practices and terminal 
charges, to be presented by George F. Nicholson, harbor eng 
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vs. N.Y. @ . . ‘ : 
Torks vs, @ There is more to a railroad than rails, rolling Then there are Erie steam lighters looking like 


stock and right of way; particularly is this true tugs with decks too large for their superstructure. 

. of the Erie with its eastern terminal at tidewater. They are fast and efficient and carry unbelievable 

j Fess Sux he Dow Feehan S nage =~ lo iri erator lighters, those floating iceboxes 

for ship- J great car floats, whence powerful tugs whi ak i, keep pastehabie rt a freight at the same 

heaviest | in a few minutes, across the Hudson to the “Front . low temperature as refrigerator cars have kept 

nt years, | Door of New York. it on its long journey from the valleys of the 
sociation | Where freight is to be loaded to barges for SHIP peTRAE farming country. 

{ lighterage there are traveling cranes on Erie past These and a thousand other items comprise 

Erie’s marine equipment, but such things are 


1,128,196 piers that do it in a twinkling, straddling whole 
ake Erie | trains of flat cars like veritable colossi. essential when a great railroad takes to the water. 
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neer of Los Angeles; the effect of inland waterways on port 
development, to be presented by Norman F. Titus, general man- 
ager of the New York-New Jersey Business Associates, and by 
Sir Ion Hamilton Benn, Bt., chairman of the Port of London 
Authority; foreign trade zones, to be presented by G. W. Ed- 
munds, manager of the Philadelphia Ocean Traffic Bureau; 
coordination of terminal facilities, to be presented by J. Gordon 
Bohannan, president of the Virginia State Port Authority. 


Doings of the Traffic Clubs 


The third annual fall outing and golf tournament of the 
Columbus Transportation Club will be held September 19, at the 
Elks’ Country Club. In addition to the golf tournament for the 
“Board of Governors’ Cup,” there will be other events for those 
who do not play golf. Dinner will be served at 6:30 p. m. and 
the committee in charge has arranged for a program of enter- 
tainment. J. G. Vreeland, general agent, Erie, is in charge of 
arrangements. 

The Women’s Traffic Club of Memphis gave a dinner and 
entertainment at the Parkview Hotel August 22. Bridge was 
played following dinner. The president, Mrs. O. E. Besplinghoff, 
who has been unable to attend meetings since May, when she 
had an accident, and Miss Mary McLaughlin, secretary of the 
club, who has been seriously ill, were present. 

The Los Angeles Transportation Club, Women’s Traffic 
Club, Rail and Water Club and Foreign Trade Club of Southern 
California held a joint luncheon at the Alexandria Hotel August 
22 in honor of Edgar M. Wilson, of the Dollar Steamship Com- 
pany, who has just returned from the Far East. Mr. Wilson 
spoke on “The Present Political Outlook in the Orient and Its 
Significance to the Pacific Coast.” 

The Miami Valley Traffic Club held the fourth of a series 
of five golf tournaments at Springfield, O., August 22, with 
seventy-five players participating. George Wood, general west- 
ern freight agent, Chesapeake & Ohio, Cincinnati, led the play 
with a low gross of 91. George Halenkamp won blind bogey 
and Stanley B. Mathews, secretary-manager, Springfield Chamber 
of Commerce, captured low gross for guests. Dinner was served 
following the tournament. The final tournament of the season 
will be played at Dayton September 19 and will be followed 
by a “Smoker” at the Gibbons Hotel. 

The Traffic Club of Baltimore will open its fall activities 
with a dinner-meeting at the Rennert Hotel September 3. M. E. 
Towner, general purchasing agent, Western Maryland Railway, 
will be the speaker. 


The Traffic Club of St. Louis will go for a “Moonlight Boat 
Ride” on the steamer “J. S.” September 6. The boat will leave 
the foot of Washington Avenue at 8 p. m. ° 


The Grand Rapids Transportation Club will hold a noonday 
meeting at the Rowe Hotel September 5. 


PASSENGER CLUB OUTING 

One hundred and fifty members of the Detroit (Mich.) Pas- 
senger Club and their wives will be guests of the St. Paul Pas- 
senger Club on Sunday night, September 1, and early Monday, 
September 2. The party, in which will be representatives of 
the railroads operating into Detroit, will leave Detroit Saturday, 
August 31, for Chicago. They will arrive in Duluth early Sunday 
for a sightseeing trip. The Northern Pacific will run a special 
train for the accommodation of the party, leaving Duluth shortly 
after noon on Sunday. The party will detrain at Taylors Falls 
for a brief visit, arriving in St. Paul Sunday night, where they 
will be met by the St. Paul Passenger Club. Monday the party 
will enjoy a sightseeing tour through St. Paul and Minneapolis 
and other entertainment.. They will leave St. Paul for return 
to Detroit shortly after noon on Monday. 


SOUTHWEST BOARD MEETING 
The next meeting of our Southwest Shippers’ Advisory 
Board will be held in the Jung Hotel, New Orleans, September 
26. In addition to the usual commodity and railroad reports, 
there will be special reports of the season’s grain movement 
and conditions existing at the time of the meeting with respect 
to foreign and domestic demand for that part of the crop still 
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Vol. 


unsold. The meeting will be featured by two addresses of 

usual interest on assigned subjects, which will be annou Mes 
later, one of which will be given by a railroad representat;™ 
and one by a shipper representative. The executive and po 
tact committees will hold meetings on the day precedin ol 
board meeting. & the 


SOUTHEAST BOARD MEETING 


The twenty-seventh regular meeting of the Southeast Shi 
pers’ Advisory Board will be held at Chattanooga, Tenn. Sen, 
tember 6. An attendance of approximately 600 is expecteq tt 
will be the purpose to review trends of production, markets 
distribution and stocks on hand within each industry in the 
states of Alabama, Florida, Georgia, Louisiana, Mississippi 
North and South Carolina, Tennessee and Virginia, and forecast 
the volume of business anticipated in the last quarter of the 
year as compared with that of the same period in 1928, jt is 
pointed out that the shippers of the country estimated the actya] 
movement for the first six months of this year within seven 
one-hundredths of one per cent, and this notwithstanding the 
fact that the total cars loaded in that period exceeded all records 

Charles Barham, vice-president, Nashville, Chattanooga & 
St. Louis, will present a history of the development of that line 
The cement industry in the southeast will be covered by w. H 
Klein, general manager, Pennsylvania-Dixie Cement Corporation, 
of Chattanooga. S. L. Yerkes, vice-president, Grider Coal Sales 
Agency, Birmingham, general chairman of the board, will pre. 
side, assisted by Thomas J. Burke, commissioner, Charleston 
Traffic Bureau, Charleston, S. C., general vice-chairman, and 
E. Del Wood, traffic manager, Chattanooga Manufacturers’ Asso. 
ciation, Chattanooga, general secretary. 


Personal Notes 


09$0-+0+10-10--0- 1020101 OrOeetergege 


Lyman W. Putnam, commercial agent, Terminal Railroad 
Association of St. Louis, celebrated a half-century of connection 
with that company August 20. He started with the Terminal 
as a yard clerk in August, 1879, and 15 years later received 
his first appointment in the traffic department as contracting 
agent. 

Edward Hungerford, vice-president of the New York Central, 
who is assisting the Century of Progress Exposition, Chicago, 
in making its plans for the transportation pageant which is 
to be one of the features of the 1933 world’s fair, spent several 
days in Chicago last week conferring with Major L. R. Lohr, 
manager of the centennial celebration. A “century of progress” 
in the transportation field—highway, waterway, railway and 
airway—is to be shown in the exhibit now being planned. 

The Baltimore & Ohio has opened an office at Winston- 
Salem, N. C., with P. H. Dowdell, traveling freight agent, in 
charge. 

Richard H. Toy, clerk, Marsters Tourist Agency, Boston, 
died at his home in Wollaston, Mass., August 25. He entered 
transportation work in 1908, with the A. T. & S. F. 

S. A. Robert has been appointed development director, Gulf, 
Mobile & Northern, with headquarters at Jackson, Miss. 

M. A. Degnan has been appointed general agent, Chicago, 
Springfield & St. Louis Railway, at Memphis, Tenn. 


TRAFFIC MANAGEMENT SURVEY 


The Trafic World Washington Bureau 


“A large publishing house, which also controls the matl- 
facture of its paper, reported, in connection with the industrial 
traffic management survey being conducted by the transport 
tion division, that in 1928 it spent $27,500 for traffic administra- 
tion and traced directly to that department’s activities the 
saving of almost $420,000,” says Domestic Commerce, issued 
by the Department of Commerce. “This sum included continu 
ous savings due to rate revisions effected by the traffic depart 
ment in the previous year. P 

“This firm’s traffic department last year supervised the rail 
movement of 500,000 tons of freight, and paid out freight charges 
amounting to over $2,225,000. One service of the department 
was to secure a change in wrapping regulations for bundles of 
magazines, an annual saving of $10,000 being estimated from 
this change alone. : 

“A small concern, returning a questionnaire in connection 
with the industrial traffic management survey of the transport 
tion division, reported expending $5,000 for its traffic admin- 
istration and receiving a return on its investment of 326 per cent 
in one year. The saving of $16,300 attributed to the work 0 
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the traffic department was made up as follows: Receipts from 
rate adjustments, $12,000; receipts from loss and- damage claims, 
$1,800; receipts from overcharge claims, $1,500; receipts from 
garage and warehouse contracts, $1,000; total, $16,300. 

“A survey on traffic department economy, conducted by the 
National Retail Dry Goods Association among 135 stores located 
in 88 different cities in 31 states, lays special emphasis on the 
need for more general attention to the item of drayage expense. 

“The survey concludes that the most advantageous rate 
basis is in cents per hundred pounds, computed on the total 
weight of a week’s or a month’s shipments. The payment of 
minimum charges per piece, shipment, or delivery is indicated 
as an outstanding cause of high drayage charges. 

“Among suggestions for keeping drayage expense at a min- 
imum is the intelligent routing of freight, especially to large 
cities, with lower rates on carload shipments of general mer- 
chandise. The plan of having one truckman handle the busi- 
ness of all stores in one city is said to offer the possibility of 
lower rates and other advantages. 

“The association recommends that adequate protection, pref- 
erably insurance, be provided for goods while in the custody 
of truckmen; that the exact amount of drayage be charged to 
the interested departments, whether the store’s own or outside 
trucks are used; that a contract or suitable written agreement 
be prepared and kept on file and reviewed at least annually; 
and that a standard cost system be devised for stores using 
their own trucks.” 





Digest of New Complaints 





No. 22321. Sub. No. 7. Blodgett Elevator & Grain Co., Blodgett, Mo., 
vs. Illinois Central et al. 

Unreasonable rates and charges, bituminous coal, points in Illi- 
nois and Kentucky to Blodgett, Morley and Diehlstadt, Mo. Asks 
rates for future and reparation. 

No. fa" me. No. 6. B. H. Sims, Canalou, Mo., vs. C. C. C. & St. 

. et al, 

Unreasonable rates and charges, coal, mines in Illinois and Ken- 
tucky to Canalou, Mo. Asks rates for future and reparation. 
22424. Sub. No. 1. S. J. Peabody Lumber Co., Columbia City, 
Ind., vs. Pennsylvania et al. 

Rate in violation section 6 of act, lumber, Ind., to 
North Tonawanda, N. Y. Asks reparation. 

No. 22474. Sub. No. 1. Farmers’ Union Co. Operative Assn. et al., 
Maxwell, Neb., vs. Santa Fe et al. 

Rates in violation of sections 1 and 3 of act, coal, Bear River, 
Mt. Harris, Oak Hills, Phippsburg, Craig and other points in 
Colorado and from Dawson and other New Mexico points, to 
points in Nebraska. Asks rates for future and reparation. 

. Rates on fresh meats and packing house products, in car- 

loads, within the state of Iowa. 

On petition of railroads operating in Iowa, Commission has in- 
stituted this investigation into Iowa rates on fresh meats and 
packing house products, under section 13 of the act. 

No. 22538. Sub. No. 1. William O. Goodrich Co., Minneapolis, Minn., 
vs. C. M. St. P. & P. et al. 


Unreasonable charges on linseed oil, between North Milwaukee, 
Wis., and destinations in Georgia, Alabama and Tennessee. Asks 
reparation. 

No. 22550. Solar Refining Co., Lima, O., vs. D. T. & I. et al. 

Rates in violation sections 1, 3 and 4 of act, petroleum and 
petroleum products, Lima, O., to Powers and Fayette, O. (inter- 
state) and Morenci and Hillside, Mich., as compared with rates 
to Franklin, Alvordton and Pioneer, O. Asks rates for future. 

No. 22551. Berney-Bond Glass Co., Clarion, Pa., vs. D. L. & W. et al. 

Unreasonable rates, old wooden crates, Newark, N. J., to Clarion, 
Pa. Asks reparation. 

No. 22552. United States Fisheries Association et al., Jacksonville. 
Fla., vs. A. C. L. et al. 

Allege violation sections 1 and 3 of act with respect to re- 
frigerator car rental charges of $12.50 per car for shipments of 
fresh sea foods, published in Southern class tariffs effective June 
1, and January 25, 1929. Shippers and receivers of fresh meats, 
and fresh vegetables and fruits preferred because like or similar 
charges not imposed on such shipments. Ask cancellation of 
charges complained of. 

No. 22553. Higginson Construction Co., Aucilla, Fla., vs. A. G. S. et al. 

Rates in violation sections 1 and 4 of act, cement, Boyles and 
Phoenixville, Ala., to Aucilla, Fla. Asks rates for future and 
reparation. 

No. 22554. Wm. S. Sweet & Son, Inc., Providence, R. I., vs. New 
Haven et al. 

Unreasonable rates, green beans and cucumbers, Calypso and 
Mt. Olive, N. C., to Providence, R. I. Asks cease and desist order 
and reparation. 

No. ep te as & Pierce, Inc., New Orleans, La., vs. C. C. C. & 

; oe OC OL 

Rates in violation section 6 of act, dredging machinery parts, 
Middletown, O., to Bradenton and Manatee, a. Asks reparation. 

No. 22556. Long Leaf Lumber Co., York, Fla., vs. A. C. L. 

Rates in violation section 6 of act, lumber, York, Fla., to Tampa, 
Fla., for export. Asks reparation. 

No. 22557. Fuller Construction Co., Dallas, Tex., vs. Mo. Pac. 

Unreasonable rates, sand and gravel, Memphis, Tenn., to Bridge 
Junction, Ark. Asks reparation. 

No. 22558. Lone Star Gas Co. et al., Dallas, Tex., vs. Santa Fe et al. 
Unreasonable rates, absorbers and feed water heaters, Tulsa, 
Okla., to Gordon, Tex., and second-hand contractors’ outfits and/ 
or construction equipment, between points in Texas and Oklahoma. 
Ask reparation. 
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. 22574. Clackamas County, State of Oregon, vs. 
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—.- Ao a 2 pert wore, Tex., an. Santa Fe et al 

nreasonable rates, brick, Tulsa, a., to earma , 

view, ~~. Asks reparation. ; ’ n and Plain. 

. un ubin o. t " se q ichi 

Peg — dy T g Co., Detroit, Mich., vs. Michigan Centra] 
Ratings, rates and charges in violation sections 1 and ¢ of 

metal coated brass, copper and/or steel tubing, from and to vain 

points in the three classification territories and Canada Aske 
third class on L. C. shipments and fifth class and class Py : 
carload shipments, and reparation. on 

Texas Cement Plaster Co., St. Louis, Mo., vs. Central 

Georgia et al. of 
Unreasonable charges, cement plaster and plaster 

terco, Tex., to Eufaula, Ala., and cement plaster, 

and plaster board, Plasterco Junction, Tex., 

Asks reparation. 

22562. Chamber of Commerce of Grand Junction, Colo., Inc et 

al, vs. A. & z ot al. ie a ‘ " 

ates in violation section 1 an of act, apples, pea 
pears, from shipping points on western slope of Colorado inant 
cinity of Grand Junction to destination points throughout United 

States except Colorado; competitors in California, Oregon, Wash- 

ington and Idaho preferred; also alleges violation of fourth sec- 

tion as to rates to Oklahoma, Louisiana and Arkansas, in com. 
parison with rates to Texas points; and of Hoch-Smith resol. 
tion. Ask rates for future. 

22563. Virginia State Horticultural Society et al., 

A. ©. & YF. of al. 

Unreasonable rates and charges, peaches, producing territory 
in Virginia, West Virginia, Maryland and Pennsylcania to des. 
tinations in official classification territory. Ask rates for future 
and reparation. 

22564. Certified Dry Mat Corporation, New York, N. Y., vs, Bos- 

ton & Maine et al. 

Unreasonable charges, dry mat (matrix), West Groton, Mass, 
to Boston, Mass., and Cleveland, O. Asks rates for future and 
reparation. 

22565. Archer-Daniels-Midland Co., Minneapolis, Minn., vs. Great 

Northern et al. 

Rates and charges in violation sections 1 and 3 of act, flaxseed, 
oil cake, meal and screenings, points in Montana to points in 
Oregon and Washington. Wheat and other grains preferred, Asks 
rates for future and reparation. 

22566. Nashville, Chattanooga & St. Louis Ry., Nashville, Tenn, 

vs. Southern Ry. et al. 

Purpose of complaint is to have Commission prescribe just, rea- 
sonable, equitable and non-prejudicial division of joint rates on 
fertilizers and fertilizer materials, established effective July 1, 
1927, pursuant to Commission’s orders in No. 16295, as applicable 
between all stations on lines of complainant, on one hand, and 
all stations on lines of defendants, on other hand, lying in speci- 
fied territory in Alabama, Florida, Tennessee and Kentucky, 

P ey ' eee Coke Corporation, Fairmont, W. Va., vs. B. & 
. et al. 
Unreasonable rates, 

to Fairmont, W. Va., via interstate route. 

order and reparation. 

22568. City of Winter Haven, Fla., et al. vs. A. C. L. et al. 
Rates and charges in violation first three sections of act, sewer 

pipe, from Macon and other points in Macon group in Georgia 

to Winter Haven, City of Bartow and City of Lake Wales, Fla. 

Other towns and communities preferred. Ask rates for future 

and reparation. 

a Perrine Armstrong Co., Fort Wayne, Ind., vs. B. & 0. 
et al. 

Rates in violation sections 1 and 3 of act, rough lumber, Fred- 
ericktown, O., to Chicago, Ill., and from Mount Vernon, 0., to 
St. Louis, Mo. Alleges Bluffton, Lima and Cincinnati, 0O., pre- 
ferred. Asks rates for future and reparation. 
22571. Montello Granite Co., Montello, Wis., vs. San Diego & 
Arizona et al. : 

Rates in violation sections 1 and 3 of act, rough granite, Lake- 
side, Calif., to Montello, Wis. Competitors at Chicago, IIL, St. 
Paul and Minneapolis, Minn., St. Louis, Mo., and other points 
preferred. Asks rates for future and reparation. 

22570. Perry T. Fess, Madison, Wis., vs. C. M. St. P. & P. 
Rates and charges in violation sections 1 and 4 of act, cement, 

Mason City, Ia., to Monroe and Juda, Wis. Asks rates for future 

and reparation. 


ooard, Plas. 
eens 
to Columbus, "Gn 


Staunton, Va., 


bituminous coal, Goodwill Mine, W. Va., 
Asks cease and desist 


22572. Tionesta Valley Chemical Co., Inc., Olean, N. Y., vs. D. 
& H. et al. 

Assails rates on crude methanol, Mayburg, Pa., to Cadosia, 
N. Y. Asks reparation. 

22573. Pacific Coast Glass Co., San Francisco, Calif., vs. South- 


ern Pacific et al. 
Unreasonable rates, tank blocks, Steubenville, O., and St. Louis, 
Mo., to San Francisco, Calif. Asks reparation. 
Southern Pacific 


et al. 

Alleges charges, petroleum liquid asphalt, Richmond and om 
Calif., to Bell Station, Ore., in excess of lowest combination 0 
rates, and estimated weights on petroleum road oil. Asks rep 
aration. 


. 22275. Sub. No. 2. Lever Brothers Co., Cambridge, Mass., VS. A. 


C..& XZ. et al. : be- 
Unreasonable rates and charges, soap and related articles, Ill 
tween Cambridge, Mass., and points in Connecticut, Delaware, ill 
nois, Michigan, Indiana, Iowa, Kentucky, Maine, New York, = 
land, Massachusetts, New Hampshire, Missouri, Minnesota, west 
Jersey, Ohio, Pennsylvania, Rhode Island, Vermont, Virginia, in 
Virginia, Wisconsin and the District of Columbia; alleges ratings 
of fifth class on soap, n. o. i. b. n., soap powders and enc ta 
scouring or washing compounds, n. o. i. b. n., in official class inst 
tion territory are unreasonable and unduly discriminatory aga! - 
said articles and complainant and its traffic as related to the ale 
ings accorded other articles of corresponding or less age 
transportation characteristics, and that fair rating, carloads, Vala 
be not higher than sixth class; complainant wishes just and na 
sonable rates from Hammond, Ind., where it is erecting soap M 
facturing plant. Asks rates for future and reparation. calif 
22575. Crown Willamette Paper Co. et al., San Francisco, “ 
vs. Southern Pacific et al. int 
Rates in violation of first three sections of the act, en 
paper, points in Washington and Oregon to points in California, 
Arizona, New Mexico and Texas. Asks rates for future. et al 
22576. Bay State Milling Co., Winona, Minn., vs. Ann Arbor aif 
Rates in violation of sections 1 and 6 of act, grain and 9 
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Fe et al 
and Plain. 
an Central GHIPMENTS under through bills of lading 
are moved across the border with utmost 
f : of act, expediency; movement to final destination is 
: . ae resumed without delay, once shipments are 
lass A on cleared through customs house. 
Central of 
ard, Plas Customs Agencies 
ns cement The National Railways of Mexico maintain official cus- 
mbus, Ga, toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
-» Inc,, et shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
aches and incidental charges including importation duties to be 
oy Unig collected at destination. 
ite 
ne Wash- 
“oy Fast Freight Service 
ith resolu- Allimpo: i 
rt freight receives prompt and careful attention; 
inton, Va is forwarded to destination on daily fast freight trains. 
y territory 
ia to des. For Complete Information 
for future Communicate with 
+ F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
On, Mass. | 1515 Penn Bldg. 2195 a. Bldg. 
future and & New York City St. Louis, Mo. 


, vs. Great 


F. N. Puente, Gen. 5 A. Horcasitas, Com. ” 
441 Monadnock he le 414 Whitney Bank B 











Pe my San Francisco, Ca New Orleans, La. ) 
wp, FS; lame, Some agent 
~~ Sm, Chicago, Illinois 
aio 
Cr 
J uly 

Se gee Laredo to Mexico City . . . 53 Hours El Paso to Mexico City . . - 101 Hours 
x in Re Eagle Pass to Mexico City . . 67 Hours Brownsville to Mexico City . 69 Hours 
tucky, 
— B & 
7 A 

mci NATIONAL RAILWAYS OF MEXICO 
“ot, ame 
in Georgia 
Vales, Fla. 
for future 
B. & 0. 
ber, Fred- 
oie ew WVeparture 

«| in Traffic Activities 

ite, Lake- 
«ae g| in Traffic Vv 

er points 
t, coment To enable the Executive of industry to appraise the Traffic 

for future j Department work we provide a survey and report, thus bringing 
Y., vs. D, constructive analysis of transportation matters to the company. 
) Cadosla, Specialists in accounting, advertising, plant operation and 
ys. South- sales, have been available for years—now comes the Traffic | 
St. Louis, specialist to supply the outside viewpoint and technical research, 
mn Pacific to support the judgment of the executive. Transportation cost 
nd Oleum is the measure between success and failure in many industries. 
Asks Tep- We install Traffic Departments complete for manufacturers 
ss., VS. A not so equipped. 

ticles, - 
ware, ‘3 
sora, New Whom we have served 
inia, Wes —what we have done for them 

cleaning, —how we have done it 

classifica- a. 

y against 
© the able —we have told the story more completely 
ds, would in a booklet ‘‘Economic Shipping Research, ’ Traffic Counsel—Freight Rate Analysis 
an ee a copy of which we will be pleased to send Economic Shipping Research 
’ on request. It will suggest to the executive Terminal Tower Bldg. 
co, Call results that he can obtain through traffic Chontuad tiie ’ 

” ' 

newsprint department research. Telephone Cherry 6609 | 
rbor et al. 


and grain 
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EXPORT ORTERS! 


YOUR\QUESTIONS ANSWERED 


How many times have you wanted to know the law on 
some issue without the bother and delay of consulting 
a lawyer? Perhaps some small but knotty problem. 


How many times have you wanted to know imme- 
diately what ship was sailing for a certain foreign port, 
what day it sailed, whether or not it carried mail? 
The answer is, 


SHIPPING DIGEST 


A weekly magazine of information for exporters, im- 
porters, freight brokers, tourist agents, information 
bureaus, railroads and others who are interested in 
overseas, coastwise and intercoastal freight and passen- 
ger traffic. Shipping Digest has been growing steadily 
for six years. It now reaches seventy-five per cent of 
the export and import trade. You should know about it. 


SHIPPING DIGEST is the most complete and accurate 
magazine and the only one published with the follow- 
ing information: 


| Names of Steamship Lines, Passenger and Freight 

' Directory, Ports of Destinations, Ports of Departure, 
Sailing Dates of Passenger and Freight Steamers, 

+ Names of Vessels, Names of Operating Companies, 

{ Minimum Passenger Fares, Mail Ships, Proceedings 
of Freight and Passenger Conferences, Current News 
Items, Cable Reports, Directory of Steamships, Branch 
Offices and Agents in all Cities and U. S. Ports, Pier 
Numbers and Telephone Numbers, Foreign Exchange 
Digest, Ship Arrival Dates, Directory U. S. Air Service, 
Pier Information. Interstate commerce decisions af- 
fecting export and import rates. 


This information is arranged for quick use, without 
cross references. 


BUSINESS MAN’S 
COMMERCIAL LAW LIBRARY 
Revised to 1928—Six Volumes 


The Special Index Enables You to Find Just the 
Information You Want Quickly and Easily 


Every important legal question answered for you in 
this complete, authoritative law library. 


SIX HANDY VOLUMES, bound in Tan Cloth — 
5144x7% inches. Over 1,300 pages. No mystifying 
terms, no technical language. Every statement made 
so clear that any one can grasp the point at once. 
A ready reference authority. Really a lawyer in your 
home or office. Accept our FREE offer now and see 
for yourself how this great set of books actually places 
the law at your fingers’ ends. Don’t miss this big 
e opportunity. 


FREE OFFER 


This Complete Law Library will be sent to you FREE with 
a two year subscription to SHIPPING DIGEST. Fill in 
the coupon. Tear it off and mail it today. This offer is for 
a limited time. 


SHIPPING DIGEST, 

122 East 42np Sr., 

New York City. 

( Please send a sample copy of Shipping Digest. 
C One Year’s subscription, bill us for $5.00. 


(3 Inclosed find $10.00 for two years’ subscription including 6 volumes 
Business Man’s Commercial Law Library. 


( Send complete details of your special offer. 
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engage + Minneapolis and other Minnesota points to Wip 

inn., for milling in transit to eastern destinations. Asks one, 

and desist order and reparation. Ceage 
22577. Dewey Portland Cement Co. et al., Dewey, Okla. ys 
& L. M. et al. 7 

Rates in violation of sections 1, 3 and 4 of act, cement, cha 
and Humboldt, Kans., and Dewey, Okla., to destinations jp _ 
ansas and Louisiana; alleges rates assailed were and are pb 
in excess of rates charged from competing producing pointe 
Alabama, Indiana, Kansas, Kentucky, Louisiana, Missourj Oki 
homa, Tennessee and Texas. Ask that Commission Drese 7 
just and reasonable, non-prejudicial and non-discriminatory 
lationship in rates, and just and reasonable rates. ~ 

. 22578. Chambers Seed Co. et al., Louisville, Ky., vs. B. & 0,  » 

Unreasonable rates, soya beans, points in Delaware and Perm. 
sylvania, taking Philadelphia rates and various points in Vir oad 
taking Norfolk rates to Louisville, Ky., and New Albany. =) 
Ask rates for future and reparation. ; 
aan Warren Paint & Color Co., Nashville, Tenn., vs. C, B, &Q 
et al. : 

Unreasonable rates, linseed oil, Minneapolis, Minn., and Nop 
Milwaukee, Wis., to Nashville, Tenn. Asks rates for future and 
reparation. 

. 22580. Central Illinois Public Service Uo., Springfield, IIL, ys, ¢ 
Cc. C. & St. L. et al. os 

Unreasonable rates, coal, mines in Kentucky, to Quincy, J] 

Asks reparation. a 
. 22581. W. K. Syson Timber Co., Mobile, Ala., vs. M. & 0, 

Unreasonable rate, iron or steel rails and fastenings, for ». 
melting purposes, Oak Grove, Ala., to Mobile, Ala., for export. 
Asks cease and desist order, rate for future and waiver of pro. 
posed undercharge. : 

. 22582. Brainerd Fruit Co., Minneapolis, Minn., vs. C. G. W. et q 

Rates and charges in violation of sections 1 and 6 of act, stray. 
berries, Monett, Mo., to Brainerd, Minn. Asks cease and desig 
order and reparation. "| 

° or Phoenix Utility Co., New York City, vs. Tennessee Centr 
et al. 

Unreasonable rates, wooden insulator pins, North Alexandris 
Tenn., to Fort Pierce, Fla. Asks reparation. ’ 
22584. Simms Oil Co., Dallas, Tex., vs. C. & E. I. et al. 

Unreasonable rates, gasoline, Smackover, Ark., to Marion, [I 
Asks rates for future and reparation. 

. 22585. Kaw Valley Potato Growers’ and Shippers’ Traffic Agsn, 
Topeka, Kan., vs. Santa Fe et al. " 

Alleges violation of sections 1, 3 and 15 of act, and Hoch 
Smith resolution, as to straight and/or mixed carloads of ». 
tatoes, onions, cabbage and turnips, from all points in the Kay 
Valley of Kansas, extending from Kansas City to Manhattan; 
Kans., inclusive, to all destinations in Missouri, Iowa, Minne 
sota, Wisconsin, Illinois, Indiana, Michigan, Ohio, Pennsylvania, 
West Virginia, Kentucky and New York, as compared with rate 
from competing producing sections in Minnesota, Missouri anj 
eastern shore of Virginia. Asks rates for future. 

. 22586. Armour and Co., Chicago, Ill., vs. Santa Fe et al, 

Charges, rules and regulations in violation section 1 of att, 
butter, eggs, cheese and dressed poultry, points in California, 
Washington and Idaho to points in other states and_District of 
Columbia and between points in California, Oregon, Washington, 
Idaho, Nevada and Arizona, with respect to refrigeration charges. 
Asks reparation. 

No. 22590. The Toledo Seed & Oil Co., Toledo, O., vs. B. & O. etal 

Unreasonable charges, linseed oil, Toledo, O., and Atlanta and 
Rome, Ga. Asks rates for future and reparation. 


NEW NORTH WESTERN ENGINES 


Nearly every year since the railroads were returned to pr 
vate operation, after the period of federal control, new recorés 
in operating efficiency have been tacked up. One of the agencies 
conspicuously credited for the increasing efficiency and depené: 
ability of railroad service is the shippers’ advisory boards, whic 
blanket the country, and through which shippers and carrier 
have effectively cooperated to the end of eliminating car short 
ages, to increase carloadings, and deal with other problems 
affecting the handling and use of railroad equipment. But m0 
a small contribution to the impressive string of “records” thi 
have been piled up has been made through the equipment itsel. 
There is apparent no disposition on the part of the railroads 10 
let up on the program they have set themselves. 

As one item in that story, the Chicazo & North Westem 
expects to put in service next month 35 mammoth passeét 
locomotives, with a pulling power fifty per cent greater than 
any of the engines now in passenger service on that line and 
capable of attaining a speed of 85 miles an hour. They at 
said to be the result of more than a year of research by tl 
designing departments of the C. & N. W. and the Baldwin Lo 
motive Works, and are to be designated as class “H.” Due" 
their tremendous tractive power, they will be used in fast freight 
service as well as on the “crack” passenger trains of the ra 
There is only one freight engine now in operation on the ¢.é 
N. W. which produces a greater tractive effort than these 1 
type “H” engines are capable of, it is stated. 

They have a length of 103 feet and 4 inches, which i : 
feet longer than the largest North Western freight engine a! 
21 feet longer than its largest passenger engine. The engilt 
and tender will weight 823,000 pounds. It has sixteen wheels 
four on the front truck, eight driving wheels, and four trailer 
The drivers have a diameter of 76 inches and produce a aan 
power of 65,200 pounds, with an additional 11,300 from 4 boosté 
engine for use in starting. In addition they provide for 
increased water and fuel capacity. sh 

The engines will be fitted with train control equipment ay! 
automatically stops the train when it approaches another, ® 
slows it to 20 miles an hour in a restricted area. 
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'S to Win 
Ona, 
'S. ASks cong 


Okla, vs | SERVE THE GROWING SOUTHWEST 


ton in MARKET FROM DALLAS 
Sian —THE CENTER! 


sion Dreserity 


riminatory Te. 
B. & 0. et a 

are and Penn, 

nts in Virginia 


y Albany, Ind 7 outhwestern Headquarters te 
American Business—1,905 

vs. C, B, &Q national and sectional concerns 

aintain branches in Dallas.{ a 





in., and North 

for future anj Write for Literature to: 

eld, Ill, vs, ¢ 

yh egy. INDUSTRIAL DALLAS, Inc. Fastest Service by Sea 

. & 0. 1531 Chamber of Commerce Bldg., Dallas Itinerary: Page cau 

nings, for te. —San Diego om estbound)—Los Angeles—San Francisco. 

a, T export Through Bills of Lading to or from other Pacific Coast 
yer of pro. ata | — por yy es a Indian, Canadian, Hawaiian, 

astern an ustralian ports. 
ae tt RO< HES | ER, BN]. i automobiles accepted uncrated as baggage at 
Li : ns charge. All steamers equipped for refrigerator 


nessee Centr _ gerne Proposed Sailing Dates: 


Eastbound from 


th Alexandria Westbound from New York San Francisco—Los Angeles 





t al. ‘Ee | MONGOLIA Sept. 7 VIRGINIA (new) Sept. 14 Oct. 26 
to Marion, Il : aa mo & s i 21 Nov. 2 MONGOLIA Sept. 28 
as eS a . Oct. 5 Nov. 16 CALIFORNIA (new) . ...Oct. 12 Nov. 23 
Traffic Assn, — : = PENNSYLVANIA (new)... Oct. 19 Nov. 30 PENNSYLVANIA (new)...Nov. 9 Dec. 21 
; ‘eae ‘ : goa hat 5g From Los Angeles 2nd day following 
ct, and Hoch- en. “ =a es 
arloads of po. ss ae ees : ae 
~ - > Kaw ——— | ) o 4 i “$ 
oO annattan, 
lowa, Mine GENERAL MERCHANDISE STORAGE OnCMmO jocrpye jryoe 
red with rate Distribution INTERNATIONAL MERCANTILE MARINE COMPANY 
Missouri ani The only modern Merchandise Warehouse fully equipped and centrally 


Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 
m......... oth may y po the pong ll W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 


Located on private siding of the Buffalo, Rochester & Pittsburgh Railway, tithn tinh de nee 


» et al, 
tion 1 of act, 


in California, 
ind District of enjoying switching at flat Rochester rate with all steam roads. San Francisco, 60 California St. merce Bldg. 
L, Bee B.R. & P. WAREHOUSE, Inc., Rochester, N. Y. Los Angeles, Central Bldg. 
ration charges, 

B. & O. etal 


d Atlanta and 


_ MUNSON Calmar Steamship Corporation 


LINES CALMAR LINE—Coast-to-Coast—Via Panama Canal 


turned to pri: SUBJECT TO CHANGE WITHOUT NOTICE 


new records Ver. Baltim Philadelphia poy : 
f the agencies EASTERN AGENTS No Ship — =. Phhilade ee Los ) Ange les 


Rem be MUNSON-McCORMICK LINE 7 MASSMAR | Sailed | Sailed | Sailed 


bead Sailed Sailed Sep. 7 Sep. 10 
Reyes INTERCOASTAL SERVICE Sailed Aug.24 Aug.30| Sep. 22 Sep. 25 
her pestle Sep. 3 Sep. |7| Sep. 9 Sep. 15] Oct. 8 Oct. 11 

+ e ° p. 18 Sep. 22 p. 24 Sep. 30} Oct. 23 Oct. 26 
ent. But “| From Baltimore, Philadelphia and 8 PENNMAR | Oct. 3 Oct. 7| Oct. 9 Oct.15| Nov. 7 Nov.10 
panne 8 YORKMAR | Oct. 18 Oct. 22| Oct. 24 Oct. 30] Nov. 22 Nov.25 
ipment itself: N Y rk PR OR BE 
e railroads t0 ew 10 San Francisco 


1 ‘ ‘ Oakland Portland Seattle 
orth Wester Bi-Weekly or Fortnightly No” Ship Arrive— Depart Re ny Arrive— Depart 
a 7 MASSMAR Sailed Sep. 2 Sep. 3|Sep. 5 Sep. 7 


oor ie PES HARBOR SAN | /sexuar [Sop S030] oc 8 8.41 outs oct 
7 p. 27 Sep. ict. ct. ct. ct. 
r. Tey OS ANGELES HARBO AN 6 CUBORE | Oct. 13 Oct. 16| Oct. 19 Oct. 20| Oct. 22 Oct. 24 


earch by the FRANCISCO, OAKLAND, PORTLAND, 8 CALMAR Oct. 28 Oct. 31} Nov. 3 Nov. 4| Nov. 6 Nov. 8 


3aldwin Low 8 PENNMAR | Nov.12 Nov-15| Nov.18 Nov.19| Nov.21 Nov. 23 
“H.” De® SEATTLE and TACOMA 8 YORKMAR | Nov. 27 Nov.30/] Dec. 3 Dec. 4] Dec. 6 Dec. 8 


in fast freight 


s of the rosé. 
. on the _ Through Bills of Lading issued to other C ALM AR- DEPENDABILITY 
an these Pacific Coast Ports; Hawaii, Far East 


i iti i For Information regard! eto., neare 
which e and British Columbia a CALMAR STEAM SHIP CORP. aad pio eaten STEAMSHIP CORP. 
oore Corm . ne 0. 
“nie eel | MUNSON STEAMSHIP LINES remiss Purtectar gas: ie “bn tpg, Sah Manns TA Dame 
. . m 

xteen wheel oo soe St., Baltimore, Md., Tel. 422 E. 7th St., Los Angeles, Tel. Trinity 
four trailer Munson Building, 67 Wall St., New York Rookery Bidp., Chicago, Il. Tel. Central 7789 911 .Brd. Trade Bidg., Portland, Ore., Tel 
uce a tractive Branch Offices Union Ws — a oo 201 Central Bidg., Seattle, Tel. Elliott 6383 
“om & poostet Chicago, St. Louis, Sg ae ~ yaaa” Oliver "E bide. Pittsburgh, Pa., Tel. At- 
vide for bot Philadelphia, Mobile, New Orleans ., coast wpiens PACIFIC COAST PIERS 


Baltimere—Prer 5, Ry. Port ies—230 B- — island 


ipment whic Mec CORMICK STEAMSHIP CO. Phitadelphia—Pier 27N. Reading Co. 


0. 
; another, © GENERAL PACIFIC COAST AGENTS Sule alles Bak tea 









The South Shore Line is logically sit- 
uated to render reliable service on carload 
traffic moving by way of the Chicago gate- 
way to and from its physical connections 
with the New York Central Lines at South 
Bend, Ind., the Michigan Central R. R., the 
C. 1. & L., and the N. Y. C. & St. L. (L. E. 
& W. Dist.) at Michigan City, Ind., and 
the Wabash Ry. at Gary. 


Rates apply via principal railroads, and 
quick interchange of through traffic from 
and to other lines entering Chicago is as- 
sured by direct connections with the largest 
belt switching lines. Team track facilities 
of the various belt lines in the Chicago dis- 
trict are open to the South Shore Line. 
Chicago industries are accessible through 
switching absorption arrangements. 


Make it read “CSS&SB”! 


Traffic Department: 


CHICAGO—79 West Monroe Street 
Phone Randolph 8200 


SOUTH BEND, INDIANA 


Michigan and La Salle Sts. 
Phone 2-5764 


————_—_,, 


“SOUTH SHORE 
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¥ 
a 


LINE 


The Symbol of Service 
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PPR OSAARAARO ROR SOeereee 
Docket of the Commission 





NOTE—litems in the Docket marked with an asterisk (*) are new 
raving been added since the last issue of The Traffic World. Cancel. 
ations and postponements announced too late to show the change in 
‘his Docket will be noted elsewhere. 


September 3—Washington, D. C.—Examiner Davis: 

* Finance No. 7762—Joint Application of Illinois Bell Telephone C 
and Harvard Telephone Co. for a certificate that the acquisition 

° by the former company of the properties of the latter company 
will be of advantage to persons to whom service is to be rendereq 
and in the public interest. 

* Finance No. 7766—Joint Application of Southern Bell Telephone & 
Telegraph Co. and Fern Creek Telephone Co. for a certificate that 
the acquisition by the former company of the properties of the 
latter company will be of advantage to persons to whom servic 
is to be rendered and in the public interest. . 

* Finance No. 7776—Joint Application of Michigan Bell Telephone Co 
and Valley Lake Home Telephone Co. for a certificate that the 
acquisition by the former company of the latter company will be 
of advantage to persons to whom service is to be rendered and 
in the public interest. 

September 3—Roswell, New Mex.—Examiner Later: 
1005—Bond & Nohl Company vs. Santa Fe et al. 


September 4—Washington, D. C.—Examiners Fuller and Peyser: 
17000, Part 4-A, Rate Structure Investigation—Rates on refined pe- 
troleum products from, to and between points in Southwest, 
September 4—Boston, Mass.—Examiner Koebel: 
22193—The Case Manufacturing Co. vs. N. Y. N. H. & H. R. R. etal. 


September 4—Richmond, Va.—Examiner Macomber: 
170—Watkins-Cottrell Company, Inc., vs. B. & O. R. R. et al. 
September 4—Albuquerque, N. M.—Examiner Later: 
22361—Acme Lumber Co. et al. vs. Santa Fe et al. 
September 4—St. Louis, Mo.—Examiner Mattson: 
1. & S. No. 3330—Cottonseed Hull Fibre and Shavings from and 
between points in Central territory. 
1. & S. 3330 (ist supplemental order)—Cottonseed hull fibre and shay- 
ings from and between points in Central territory. 


September 4—Houston, Tex.—Examiner Rogers: 
22493—-Houston Belt & Terminal Ry. vs. T. & N. O. R. R. 


September 4—Cincinnati, O.—Examiner Olentine: 

22282—The Busse Brick Co. vs. L. & N. R. R. et al. 

22283—American Aggregates Corporation vs. L. & N. R. R. et al. 

ie _ No. 1)—The Union Gas & Electric Co. vs. L. & N. 

. R. et al. 

22284 (and Sub. No. 1)—Newport Coal Co. vs. L. & N. R. R. et al. 
September 5—Louisville, Ky.—Examiner McChord: 

21838—West Kentucky Coal Bureau vs. Ill. Cent. R. R. et al. 
September 5—Kalamazoo, Mich.—Examiner Brennan: 

22265—H. J. Lewis ag gy (Kalamazoo National Bank and Trust 

Company, receivers), vs. Mich. Cent. R. R. 

22413—Paper Makers Chemical Corp. vs. L. & N. R. R. et al. 
September 5—St. Louis, Mo.—Examiner Mattson: 

1. & S. No. 3324—Paper stock between St. Louis, Mo., and points 
in Illinois taking Alton and Wood River rates. 


September 5—Minneapolis, Minn.—Examiner Fleming: 
89—Iowa Paint Manufacturing Co. vs. M. & St. L. R. R. 
22363—Brown Grain Co. vs. C. M. St. P. & P. R. R. et al. 


September 5—Chicago, Ill.—Examiner Kettler: 
141—Danville Lumber Co. vs. C. & E. I. Ry. 
September 6—St. Louis, Mo.—Examiner Mattson: 

1. & &. No. 3321 (and ist supplemental order)—Grain and grain 
products, C. L., transited at St. Louis, Mo., and reshipped to 
Central and Eastern points. 

* 1, & S. 3321—Third supplemental order—Grain and grain products, 
carload, transited at St. Louis, Mo., and reshipped to central and 
eastern points. 


September 6—Kalamazoo, Mich.—Examiner Brennan: 
20851 (and consolidated cases)—Mike Palmisano vs. B. & O. R. R. 
et al. (further hearing). 


September 6—Wichita Falls, Tex.—Examiner Weems: 
22415—Wichita Falls Chamber of Commerce on behalf of the Empire 
Paper Co. vs. C. & E. I. Ry. et al. 


September 6—Roanoke, Va.—Examiner Macomber: 
22315—Liberty Lime & Stone Co., Inc., vs. A. & R. R. R. et al. 


September 6—Chicago, Ill.—Examiner Kettler: 
22280—Darling and Co. vs. A. C. L. R. R. et al. 
22441—J. F. Darmody Company vs. A. G. S. R. R. et al. 


September 7—Washington, D. C.—Examiner Glenn: f 
1. & S. No, 3327—Re-icing Perishable Freight at Destination © 
Shipments. 


ag ot? 9—Chicago, Ill._—Examiner Kettler: 
317—Illinois Clay Products Co. vs. E. J. & E. Ry. et al. 


a ye 9—Ft. Wayne, Ind.—Examiner Paulson: R 
¥ - Sub. No. 1)—Perrine-Armstrong Company vs. Erie R. 
et al. 
22320—Perrine-Armstrong Company vs. N. Y. C. R. R. 


September 9—Ft. Worth, Tex.—Examiner Weems: of 
1. & S. No. 3310—Brick and related articles from Fort Smith a 
Perla, Ark., to points in the south. 


September 9—Detroit, Mich.—Examiner Brennan: 
22360—W. H. Edgar and Son vs. B. & O. R. R. et al. " 
Portions of Fourth Section App. No. 1766, filed by Agent oy 
3 od sugar from New Orleans, La., to points in Indiana, Ohio 
chigan. 
22366—Maumee Feed & Fertilizer Co. vs. N. Y. C. R. R. et al. 


September 9—Denver, Colo.—Commissioner Porter and Examiner 


Ames: 
22161—City and County of Denver vs. C. B. & Q. R. R. 
September 9—Wytheville, Va.—Examiner Macomber: N. & W. Br. 


a Livestock Growers & Shippers et al. v8. 
et al. 
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Chicago’s and Kansas City’s 


Merchandise Most Modern Warehouses 0 guse® 





¥ 
_— TERMINAL waren wo 
p08. us Pooi Car 


200 Crloeed ~=Distribution 





\Let 


SENG 


Handle Your 


(HICAGO BUSINESS 


Prompt Distribution of Pool Cars. 
Economical City Deliveries. 
Light or Heavy Freight Transfer. 
Modern Motor Equipment. 
Efficient Service. Careful Drivers. 


V.SENG TEAMING CO. 


606 West Lake Street CHICAGO 









‘outhern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston... .... Mondays and Thursdays 


low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bidg., PHILADELPHIA, PA. 

























Omaha’s Largest 
Merchandise Warehouse 


offers to the public the IDEAL warehouse and 
distributing service in the Middle West. 


Merchandise Distribution and Warehousing. Ideal 
offices for brokers and branch managers. Central 
location. Reinforced concrete construction. Private 
trackage, no switching charge. Prompt city de- 
livery service. Pool cars distributed promptly. 


The Terminal Warehouse Co. 
Omaha, Nebr. Member A.W.A. 11th and Jones St. 















MION CITY;-o WATERBURY 


sim aro uaa mummee oeenen THRU RATES AND 


ANSONIA O-OSEYMOUR 
SHELTON ¢’o OERBY 
DEVON 2 ,o MILFORD ew HAVEN 


Ma LONG ISLAND SOUND 


Mans west st 


KEW YORK 
NAL POUTS SOUTH BOAT AND RAIL 


The Teailic Weal qqccnmmnccnnnenmnnmmmnneniamee 






























ne STORE DOOR DELIVERY CLYDE, OLD naameunee SAVANNAH 
ay oun OWN MOTOR TRUCKS §{){@] MALLORY and MORGAN S. S. LINES 


THAMES RIVER LINE, INC., Pier 32 E. R., New York City, """"L i, 57°" 








NEW ORLEANS 


In the heart of the Commercial District 


we have a distribu depot for package freight, op- 
crated. for" the particuler_pervice of the traffic manager 
by a ized organization that will handle orders as 
promptly and efficiently as your own shipping department. 
The most centrally located warehouse in the city 


COMMERCIAL WAREHOUSES ».?iunvitie 


AUSTRALIA, 
































































FAST DIRECT SE 
THE TRANSATLANTIC "STEAMSHIP Ce CO. L- LTD. 
M. S. + M.S. 
PORTLAND _Tamaron | Roxen, SS: ANTEN|S.S. SOREN sn 









TTLE 
VANCOUVER _|............ Sept. - 9 9 Pesecasivnseee 
SAN FRANCISCO]............ Sept. . 2 eee 
ANGELES Sept. 5 









BRISBANE 










ADELAIDE 


GENERAL STEAMSHIP CORPORATION 


Pacific Coast Agents 
240 Battery Street, San Francisco 



























E. L. ee. & CO., INC. J. H. SCHAEFER & CO. 
7 S. La Salle St., 905 Majestic Bldg. 
CHICAGO D OIT 





















S. N. LONG WAREHOUSE | 


















Storers, Distributors 
Forwarders 


General Merchandise 


Pool Car Distribution — Prompt and Intelligent Service 






SAINT LOUIS, MISSOURI 


Advanced Home-Study Training in 
Traffic Management 


To men now in traffic work or eager to enter this attractive 
field, LaSalle offers practical and up-to-the-minute training 
in scientific Traffic anagement. This is the training that 
enabled H. E. Stiffiler, Traffic Manager for the Marion Steam 
Shovel Co. , Marion, Ohio, to save for his department $45,000 
a year, and as a direct result to increase his earnings —that 
won substantial promotion for M. A. Keith, Traffic Man- 
ager of the International Derrick and Equi ment Co., 
Columbus, Ohio, and recognition as one of the ablest traffic 
men in his territory —that established S. Moss, Jr., New 
York City, in an independent profession as Traffic Counsel- 
lor, with an average income of better than $10,000 a Aa sy 
If interested in a bi igger salary, send for pegs bos klet, 
‘‘Opportunities in Traffic Management.’’ It 

Address Dept. 895-T. 


LaSalle Extension University, Chicago, IIl. 





























































DIRECT WATER ROUTES 


South Norwalk, Bridgeport, New 
WESTERLY from London and Norwich, Conn. 
C.F.A., W. T. a Bon Inter-Mountain, 
to South d Southwest 
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September Ce eee Ss. D.—Examiner Se gy Se 
178—A. Ochs Brick & Tile Co. vs. t. Ry. et al. 
poy The ‘South Dakota Concrete } tt. Co. et Fi vs. C. & N 
W. Ry. et al. 


September 9—El Paso, Tex.—Examiner Later: 
1903—Bukove Motor Co. et al: vs. Santa Fe et al. 


September 9—St. Louis, Mo. ee = % 4 
22219—Seele Bros Grain Co. vs. C. & A R. et al. 
22301—G. Mathes Company vs. K. C. S. ‘i et al. 

September gs ae Tenn.—Examiner McChord: 
19579 (and Sub. No. 1)—Travis Smith et al. vs. 

(further hearing). 

September 9—New York, N. Y.—Examiner Koebel: 
22491—National Publishers’ Assn., Inc., vs. A. T. & S. F. Ry. et al. 

September 10—Washington, D. C.—Examiner Weed: 

* Finance No. 7600—Application the Kansas & Sidell R. R. for au- 

thority to acquire control by lease of Yale Short Line R. R. 


September 10—Albany, Ore.—Public Service Commission of Oregon: 
Finance No. 7512—Application of Southern Pacific Co. for authority 
to abondon a portion of its Mill City Branch in Lynn county, Ore. 


September 10—Ft. Wayne, Ind.—Examiner Paulson: 
— ee Sub. No. 1)—Montello Granite Company vs. N. Y. N. H. 
. R. R. et al. 
busines 10—Memphis, Tenn.—Examiner McChord 
a" ee Freight Bureau et al. vs. Abilene & Southern Ry. 
et a 
September 10—New York, Y.—Examiner Koebel: 
20481—American Hide & sais Co. vs. B. & 
(further hearing). 


September 10—St. Loufs, Mo.—Examiner Mattson: 
22271—Hayti Ice & Cold Gtorage Co. C. & E. I. Ry. et al. 
22321 (and Sub. No. 1)—F. A. Bradley vs. C. & E. I. Ry. et al. 
22429—Jewell’s Coal Yard vs. C. & E. I. Ry. et al. 
egy von 10—Denver, Colo.—Commissioner Porter and Examiner 
mes: 
22319—-R. J. Porter and William Porter, doing business as Porter 
Oil Co. et al. vs. A. T. & S. F. Ry. et al. 
22374—Continental Oil Co. vs. A. & S. Ry. et .. 
22374, Sub. 1—Forsythe Oil Co. vs. A. T. & S. F. Ry. et al. 


Captemper 10—Washington, D. C.—Examiner Stiles: 
-&S&. Fresh meats and packing house products, to, from and 
" between points in southern > gow 5 
21994—White Provision Co. et al. vs. L. & N. R. R 
22004—Wilson & Co., et al. vs. A. G. S. R. R. et al. 
September 11—Washington, D. C.—Examiner Davis: 
* Finance No. 7708—Application F. J. & G. R. R. for authority to 
abandon that portion of its railroad extending from Broadalbin 
Jct. to Northville, N. Y 


September 11—Knoxville, Tenn.—Examiner Macomber: 
wi ee No. 3)—Tri-State Traffic Company vs. S. A. L. Ry. 
et al. 
22389—Tri-State Traffic Company vs. Penna. R. R. et al. 
-_ i _ No. 1)—The Tri-State Traffic Company vs. A. C. L 
. eta 
22401 (Sub. No. 2)—Tri-State Traffic Co. vs. Nor. Sou. R. R. et al. 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Young man now employed railroad tariff 
bureau desires change to legal and commercial transportation. Familiar 
with Western Trunk Line and Transcontinental territories. Intends 
preparing for bar examinations. Address S. G. H. 234, care Traffic 
Word, Chicago, III. 


.c & &. L. Rep. 


R. R. et al. 


. et al. 


POSITION WANTED—tTraffic manager or assistant, ten years’ 
experience industrial and commercial, special training in traffic affairs; 
five years in present position; married, age 45; available September 1. 
Address G. W. O. 232, care of Traffic World, Chicago, IIl. 


YOUR FILES should contain our handy folder of traffic depart- 
ment forms. Officially accurate forms designed and printed by the 
producers of The Traffic World. Ask for the folder. The Traffic 
— —- Merchandise Department, 418 S. Market St., 

icago, 4 


RICHMOND, VA. 


Storers, Distributors and Forwarders 
of General Merchandise 
175,000 Square Feet Floor Space 
oe Southern R. R. Siding. 25c Ins. Rate 


eo “24 Virginia Bonded Warehouse Corp. 
1709 East Cary Street 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 


ST. JOSEPH, MISSOURI 


GEOGRAPHICALLY 


LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 


The Traffic World 


Vol. XLIV, No. § 


September 11—New York, N. Y.—Examiner Koebe]l: 
United Paperboard Company, Inc., vs. B. & M. R. R. 
22255—United Paperboard Co., Inc., vs. B. & M. R. R. et al. =s 
September 11—Washington, D. C.—Examiner Glenn: 
22276—Luckenbach Gulf Steamship Co., Inc., vs. Ill. Cent. R. R 
September 11—Ft. Wayne, Ind. ~ Examiner Paulson: 
22372—Thompson Veneer Co. A. C. L. R. et al. 
22424—Amos Lumber Co. vs. Penna. R. RR et al. 
September 11—Cleveland, O.—Examiner Brennan: 
22437—The Ohio Salt Co. vs. B. & O. R. R. 
September 11—Dallas, Tex.—Examiner Weems: 
123—Community Natural Gas Co. et al. vs. Santa Fe et al, 
Comember 11—Cincinnati, O.—Examiner Olentine: 
The King Powder Co. et al. vs. C. & O. Ry. et al. 
September 11—Chicago, Ill.—Examiner Kettler: 
22298—The Graver Corp. vs. E. J. & E. Ry. et al. 
September 11—St. Louis, Mo.—Examiner Mattson: 
22300—Missouri Portland Cement Company vs. Abilene & Southe 
Ry. et al. 
September 12—Cincinnati, O.—Examiner Olentine: 
10—The Procter & Gamble Co vs. C. B. & Q. R. t al 
22338—The Procter & Gamble Manufacturing Co. vs. RS % 0. RR 
et a 
ember 12—San Diego, Calif.—Examiner Later: 
See Charles S. Hardy vs. G. H. & S. A. Ry. et al. 
September 12—Ft. Wayne, Ind.—Examiner Paulson: 
22364—S. J. Peabody Lumber Co. vs. N. C. & St. L. R. et al, 
22182—The Wickes Boiler Co. vs. C. C. C. & St. LL R 
September 12—Washington, D. C.—Examiner Glenn; 
14849—S. W. Thaxter & Co. vs. Director General, as agent (fur. 
ther hearing, solely upon question of amount of reparation dy 
complainant under the findings in this case). 


September 12—New York, N. Y.—Examiner. Koebel: 


22270—Federated Metals Corporation vs. St. L.-S. F. Ry. et al, 


Do You Know m«« 


(1) Rent teams and trucks? (2) Distribute pool cars? 
(3) Make daily deliveries to suburbs as well as 
to all parts of Chicago? 


JOS.STOCKTON TRANSFER CO. 


Established 1857 1020 South Canal Street, Chicago 


CLEVELAND 


MEMBERS A.W.A. O.W.A 


LEDERER 
TERMINAL 


BUILDS BETTER BUSINESS} 


MERCANTILE WAREHOUSING ANS DISTRIBUTING | 


A COMPLETE SERVICE 
for the warehousing and 
distribution of mere handise 
to Illinois pornts. 


TELINODS 
pesstin 


arke 


WAREHOUSES 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routing = in One Book! 
Send for Sample Shee 


G. R. Leonard ‘& Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 





